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Steam Inspection Car. 





Our engraving represents what has been called a “ steam 
hand car” designed and constructed by Mr. Jay Noble, Master 
Mechanic for M. M. Buck & Co., the well-known St. Louis rail- 
road supply house. It is intended as an inspection car, and 
for that purpose is certainly much more economical, and, we 
should say, more efficient than a locomotive with a ‘ superin- 
tendent’s car” attached. The construction is pretty well shown 
by the engraving. The platform extends under the axles and 
jg within 10 inches of the rails. The boileris about 42 X 18 in., 
intended to carry 140 lbs. of steam; and the cylinder3% X 6 1n. 
The frame is supported on rubber springs over the bearings. 
The two reversible seats will accommodate three persons each. 
Under one is a water tank holding about a barrel and enough 
for a 40-miles run. On one side of the boiler is a coal bin 
which will hold a day’s supply. This car is said to have run the 
seven miles between St. Louis and Carondelet in 15 minutes, 


speed, according to Clark’s formula, 
a 8 

oa ), 
171 . 


this corresponds sufficiently well with the generally accepted 
approximation of 1 lb. per ton per degree of curvature. In the 
appendix to the “Manual” are given the details of the experi- 
ments by Mr. B. H. Latrobe on the Baltimore & Ohio Railroad, 
and by Mr. Zerah Colburn on the Erie Railway. Mr. Latrobe's 
experiments indicate that (at very slow speeds) a 14° curve 
doubles the resistance; and as a 14° curve one mile long would 
contain 740° of curvature, we have 740° as the amount of 
curvature opposing a resistance equal to one mile of straight 
track. Mr. Colburn’s experiments (for a speed of 6 to 12 miles 
an hour) indicate that a 10° curve only is required to double 
the resistance, or 528° per mile; thus corresponding with Pro- 
fessor Vose’s average, except that the speed is less. Moles- 
worth’s ‘‘Pocket Book of Engineering Formule” gives ay the 
formula for the resistance of curves “One per cent. per degree 
of curvature occupied by the train.” For an aver. 
age train of say 700 feet in length (20 to 22 cars) 
this would require a 14° curve to double the resist- 
ance, thus corresponding with the experiments of Mr. Latrobe. 
Moleswerth’s formula was probably deduced from experiments 





which is certainly fast enough. The inventor says that ordi- 


on very flat curves, but on the other band with cars having an 


Ibs. per ton (9.8 lbs. per ton is assumed by Prof. Vose at that | L, Table XI. below, and several others in this paper, afford 


cumulative evidence of this fact, which has often been noticed. 
For example, we may quote the following testimony of the 
eminent English engineer, Mr. Charles B. Vignoles, formerly 
President of the Institution of Civil Engineers, as quoted with 
approval in Dempsey's “ Practical Railway Engineer” (p. 11): 

“Mr. Vignoles stated in a paper before the British Associa 
for the fo ecte of clones that he had analyzed —_ 
expenses of working, and the average expenses of a train mile, 
as deduced from several years’ experience and observation on 
various railways operating under different circumstances and 
with greatly different ents. The result was that, on pas- 
senger and light traffic lines, the total cost of a train mile ave- 
raged 8s. per mile—2s. 6d. being the least and 3s. 4d. the great- 
est ; and that this average seemed to hold ive of 
grades and curves [the italics as quoted}. It was not found 
——- to distinguish the additional expense, if any, aris- 

g from grades and curves, but as three-fourths of railway ex- 
penses were 7 independent of these curves, such additions 
must be small.” 

It must be remembered, in considering such testimony, that 
the main expense of the heaviest or ruling gradient of a line 
does not appear in the form of an increased cost per train mile, 
but in the greater number of trains necessary to transact 
the same business. The same is also true of any curvature 
which is 80 exceedingly sharp and continuous as to limit the 
capacity of engines and the weight and length of trains in the 
same manner as heavy gradients. Nevertheless, it still remains 





true that nearly all curvature and all rise and fall on gra- 





narily the cost for fuel will be not more than 75 cents a day. 
Coal is cheap in St. Louis, but it is easy to b lieve that it will 
Cost leas than the wages of two men to keep the car running. 
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[Continued from Page 390.) 
REDUCTION OF CURVATURE. 

In order to conveniently estimate the cost of curvature we 
must determine, 

Ist. The number of degrees of curvature which opposes a re- 
tistance to the motion of trains equal to one mile of straight 
and level track; and 

2d. The amount by which this increased resistance increases 
the several items of operating expense. 

Into the first question we shall enter but briefly, accepting the 
resulte of others. Professor Vose in his “Manual for Railroad 

8” gives “as the average of numerous experiments 
that the resistance on a 10° curve at 20 miles an hour is double 


STEAM INSPECTION CAR. 


inflexible wheel base, so that his formula might fairly be 
adopted for American railways. 
Summing up these several formul@, we have : 


Curwe of Deg. of 
double re- curv’t’s 
sistance, per m. 





By Latrobe's experiments, at very slow speeds....... 14° 740° 
* Colburn’s o “ speed of 6to 12 miles 
W MBOUP. occ ccccc: cocccccvcosecccovccssseveceseees 10 628° 
om Molesworth 's tormula, for trains 700 feet long...... 14 740° 
o id “ “ “ 1,000 ie oa POE See a 
om , eo “ speed of 20 mi an hour. ° 
“ Voss ’ “ “ “ “49 “ - ——— lle 20’ 59K! 
“ “ “ “ “ “16 “ “ i. 416° 


On the authority of these different formul#, we may assume 
about 600°, or a continuous carve of 11° 20° one mile long, 
as consuming an amount of power equal to one mile of straight 
track; the number of degrees consuming such an amount of 
power being less on low-grade roads running very long trains 
at slow speeds, and greater in proportion as the trains are 
shorter end the speed greater. Probably 600° is » somewhat 
high average, and hence leans to the conservative side by giv- 
ing a somewhat low estimate of the cost of one degree. 

We will consider now the second branch of our subject, viz. : 

THE EFFECT OF CURVATURE ON OPERATING EXPENSES, 

It is a singular fact that a very careful comparison of statis- 
tics will generally fail to show any considerable difference in 
the expenses per train mile on different railways, or on differ- 
ent divisions of the same railway, which is clearly due to differ- 
ences in the amount of curvature or of rise and fall. It would 





that-ons straight line.” For an average rolling friction of 10 


lead us too far to substantiate this statement in detail ; Table 


dients not exceeding the ruling grade have no such effect m 
increasing the number of trains necessary to transact the 
same business, and if there exist any very grave disadva.- 
tages in ordinary curvature and rise and fall it should 
appear in some form capable of ready detection. We proceed 
now to consider the effect of curvature on operating expenses 
in detail, and shall find that it does so appear in the wear of 
rails, but in no other item of expense except fuel. 

Fucl.—Under the head of * Reduction of Length” we hav. 
already seen cause to believe that 30 per cent. of the cost of 
fuel, viz.: 10 per cent. for getting up steam and 20 per cent, for 
stopping and starting and standing idle, is a constant wastage 
independent of the exact distance run. All of this may be con- 
sidered as likewise unafiected by the resistance of curvatur:, 
and in addition thereto there is another constant source of logs, 
viz.: condensation, or radiation of heat, which varies with the 
time of exposure, and hence with the distance run, but is in- 
appreciably affected by the power developed per hour. Mr, D, 
K. Clark ( Mechanics’ Magazine, 1856, p. 535) estimates the per- 
centage of this loss as *‘ increasing with the degree of expan- 
sion until in cutting off at 4% stroke the loss may amount to 
60 per cent. of the whole steam admitted into the cylinder. 
* * The saving of fuel by superheating steam should be at 
the lowest estimate 10 per cent., and might and probably would 
be much greater.” 

Allowing only 10 per cent. for this source of waste, in addi- 
tion to the 30 per cent. above, we have left only 60 per cent. of 





the totai consumption as the proportion which increases 


| 
a 


eS 


ee a 


see 


eae ey Yes 


RS Sa 









402 








73), and on the & Erie for three years (1866-10-73), 








Passenger Engines. | 
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TABLE XI, 


Showing in detail the average costiper train mile of running engines on the several divisions (differing widely in the amount of curvature and rise and 
and Philadelphia d@ Erie Railroads, Averaged on the Pennsylvania Railroad for a period of four years (1859-66-70- 


Freight Engines, 








































































PHILADELPHIA & ERIE RAILROAD. 


Average of all Engines 
DIVISIONS. 








Repai’s. fuel, | Stores, | Total. | 
BAGtePD .nccccscccccccersccscccccs| 10,66 9.91 | 1.19) 21.74 
TERED ica sp cdevcencccess iL 9,17 | 1.19 | 22.06 
WERTEER.. cccce soccccccccccssccces| 10,48 9.92 





| is 
10.74 | 987 | 1.18 | 41.79 | 
1 ' 








AVOFAGO, ..-cccrccciccerescesrers 

































on it the “ weazel curves,” so termed 


This mile is not used tur comparative purposes in Table XIII. 
All the above miles were in September, 1874, relaid witau steel rails 


1.16 | 21.66 || 


TABLE 


REMARKS.—MILE 38 is nearly straight with one slight curve for which the writer had no statistics, and partly therefore neglected ar 
unimportant. MILE 49 is @ succession of sharp reversed curves, Miix 40 contuine nearly the same length ot reversed curves of longes 














DIVISIONS OF PENNSYLVANIA Average of Passenger and Freight. 
RAILROAD. | 
Repai’s.: Fuel. | Stores. | Total. | Repai’s.; Fuel. | Stores. | Total. ‘|Repai’s. fuel, | Stores. | Total. 
HAMtOrD ....ccccccssceccoecccesrees| 6.92 | 6.08 1,03 | 13.43 || 6.53 7.78| 1,26| 1656] 642| 6.93] 1.15) 14.60 
Middle 00006 cececessesceccccecces| 10,08 6.33 1.03 |) 17.44 |) 7,67 | = 7,67 1,10 | 1644) 8,87 700| 1.07| 16.94 
Average of Eastern and Middle....) -#.20, 6. > 1.03) 15.43), 7.10 | 1.12 1.18 | 16.00} 7,65) 6.96| 1.11| 16.72 
WeGtern .....ccccsscscccccerecesees| 1.97 | 6.33 | 1.17 | 16.62 || 10.54 8.79 | 1.61] 20,94 9.25 | 7.69 | 1.89) 18.28 
Mountain and Tyrone ............-| 3.91) 6.70 | -73 | 11.384 || 9.29 7,38 | 93 | 17.60 6.60 7.04 | 83 | 14.47 
Average of Western, Mountain and, | | | | | | 
Wee csesccttrcssivostcessccces| “OOR| C86 95 | 13.43 ||) 9.91 8.09} 1.27 | 19.27 7.92 | 7.32) 1.11) 16,85 
yer “¥ ae 2 
Average of the entire road......... 7.07 6.37 | 0.99 | 14.43 | 8.50 7.91) 1,22 17.63 1.78) 714) 11 16.03 
| | ' | 


ReMaRKs.—On the Philadelphia & Erie the expenses of enginos are 
not kept separate for the different classes. ‘The difference in the cost 


|| of repairs is due, as the writer learns, to the very different character 


and condition of engines, 


XIl., 


Showing in detail the renewals of rails on several miles of the Hastern Division of the Erie Railway, varying in respect to curvature, for a period 














of 17 years. (Furnished to the writer by Mr, Jacob Keene, Roadmaster E. Div, Erie Ry.) 
Yoar. Mile 38. Mile 39. | Mile 40, Mile 12. Mile 13, | Mile 14, Mile 52. 
eeeececesese . ° . 0 | 1,260 a i weneseeeee | 
10s. Leta sates 420 2,310 ME sees cores 
Sere 2,230 2,366 ee 
1861. 2,184 ‘2,500 See | ccses cae 
1862. 6,872 2,649 | YY 2 eee 
1863... 0 4,709 | ER iwoakbowws 
alee’ 3,826 20,782 | BAe 1 kccvenea ec 
1865. 6,723 3,064 BOF. 4. ccssctenas 
eae 2,471 2,373 3,748 3,800 
VC) eee 8,375 6,069 6,717 0 
ats aves 8,962 3,681 7,658 4,720 
Bc iked ie 4,343 15,446 5,371 8,703 
1) eee 8,577 4,283 8,435 6,146 
a RREN 4,788 8,517 7,029 2,222 
pela 2,160 9,211 5,961 570 
1873..... coe ereeceeevecccereccere ave 2,13 3,796 SOME | cvdececscs 
WOTA. cccccccccvccccccccevecgoescccsccces 3,942 Se 2) -ecsevnmiiee 
Total ....ccccecccrceceerecseres cece 57,0569 96,837 74,740 26,161 41,838 | 36,921 27,127 
AVOrage Per YORT.....eeeeeeeeee cere 3,356 5,606 4,396 8,737 | 4.649 | 4,102 4,069 
| | 
Statistics of Alignment, 
sail ; - — 
Length of tangent ......6.ssereereeeee 6,280 | 1,355 1,409 4,428 3,509 BD ee 
Length of curves .... coceecreces | 0 | 3,926 4,871 | 852 1,771 eS ee eee 
Number ot curves... A 0 | 5 4 2 3 DEL. ‘vcésoaneba 
‘Total number es oes 0° | Pe - 107° . 48° | 53 34°) SL \euevecsevos 
Ave o Gagne oi curvature......-..... eeccessoce | ‘ 2°29! 40/ 3: SUMNER ic ccs ceste 
Total lengt of continuous reversed our-| | 
vature, connected by less than 300 tt. | 
i oer Apne GEE | 4,828 ft. 4,871 ft. None. 2,401 ft. Se Beers 
| | (0.91 mile), (0.92 mile), | ) (0,454 mile). | (0.426 mile). | .......... 
ved tt. per mile, 11 ft. per mile, Undulating 20) Half level; |2x ft. permule;|17 feet per 59 feet per 
Gradionts......scecsccccescoocceeeees § (and short sec-| and + level. |to 40 ft. perjhalf 25 ft. per % level, mile. mile. 
tion level. mile and level| mile. 
Stations seonearssnesensnnssesssssse see None, None. None. | Passaic, Clifton. Lake View. Oxford, 








i. 
Mixx 12 includes Passaic station and has on it a 10° curve, but no reversed curvature. The lack of statistics for the last two years has 
evidentiy operated to reduce the apparent wear per year, and it is therefore not used tor comparison in Table XIII, below. Mixx 13 has 
,» a sharp double reverse, without apparent necessity. 
M1ILx 52 gives statistics tor the down track only (on 60 teet grade), the up track having been imd in 1867 with John Brown steel rails, 
which are still (June, 1876) in use. The up track on the same mile was relaid with the number of feet of iron 
Trenton iron) until September, 1874, when the down track also, as well as all the other miles given above, was relaid with steel rails. 


MILE 14 has a single reverse of longer radii. 


rail given above (mainly 


Males 39, 40, 13 and 14 of the above table have all their curvature combined in a ec 
short pieces of tangent; the average length of the latter, on each mile, varying nearl 


ontinuous succession of reversed curves connected by 
y in proportion to the average degree of curvature. 





directly with the power demanded during a given time. To 
lump in the whole consumption as directly increasing in pro- 
portion to momentary demands for power would lead to gross 
exaggeration. 


Repairs of Engines and Cars.—The effect of curvature on 
these items is probably very slight. The following table 
(Table XI.) gives the average cost per mile of running engines 
on the Pennsylvania Railroad for a period of four years, and 
also on the Philadelphia & Erie Railroad (which is under the 
same management) for a period of three years. The several 
divisions of these roads differ greatly in respect to grades and 
curvature, yet judging by the indications of the table the cost 
of running engines would appear to be absolutely independent 
of any such differences, The same result would be reached by 
a comparison of the Pennsylvania Railroad proper with the 
United Railroads of the New Jersey Division, since their con- 
solidation under one management, except that the pounds of 
fuel burned per 100 miles is considerably less on the latter, a 
difference in a great degree accounted for by difference in the 
weight and size of the engines, but doubtless resulting in some 
degree from the more favorable alignment of the latter. The 
testimony of Mr. Vignoles, already quoted, is to the same ef- 
fect as the above, and the opinion has been expressed to the 































































writer by several master mechanics that the 
effect of curvature on the wear of rolling 
stock is quite inconsiderable when the track 






ie well maintained, unless in the wear of tires and wheels. We 
may estimate the increased cost on curves of moderate length 
and average radii, as not exceeding 1 per cent. per degree of 
curvature, or 11% per cent. for one mile of 11° 20’ curve. On 
very long sharp curves, however, this percentage would proba- 
bly be double, especially in the case of reversed curves. 

Wear of Rails.—The relative wear of rails on curves is a sub- 
ject on which the writer was unable to discover any published 
information whatever; but by the kindness of Mr. Jacob Keene, 






















for many years Roadmaster of the Eastern Division of the Erie 
Railway, he has been furnished with the interesting and valu- 
able statistics givenin Table XII., which havea singularly 
close agreement with each other and enable us to form an esti- 
mate sufficiently approximate upon this subject. The statistics 
of the renewals of rails on several contiguous miles subjected 
to exactly the same conditions of traffic, but widely different in 
respect to curvature, have been kept by Mr. Keene for a period 
of 17 years and are given for each year in Table XII. below. 
Beneath them are given the details cf alignment for the same 
miles. 

Table XIII. is made up of deductions from the facts given in 
Table XII. Miles 12 and 52 are not included in Table XITI., as 
the statistics tor them are imperfect, but miles 38, 39, 40, 18 
and 14 are peculiarly favorable for purposes of comparison as 
to the wear of rails from curvature. All the four latter contain 
continuous sections of reversed curvature,* of varying length 
and radii on each mile, but nearly uniform on the same mile, 
while mile 38 is practically a straight line and furnishes a stand- 
ard of comparison for miles 39 and 40. Miles 18 and 14, being 
subjected to different conditions of wear, can only be compared 
with each other. 

With these data given, the best basis of comparison was con- 
sidered to be as follows: 

1st. To determine the percentage of increased wear on each 
mile in comparison with some other adjacent mile. 

2d. To determine the fractional part of each mile which in- 
cluded the reversed curvature (in every case continuous, with 
an incontiderable exception on mile 40) causing such difference 
of wear ; including also in this distance the short pieces of 
tangents connecting the reversed curves and 200 feet of tan- 


* The team ‘reversed curvative’’ in this article is applied to 
curves connected by short pieces of tangent not sufficiently long for 
the train to straighten before entering on another curve. ‘lech- 


i a 
gent at each end of the continuous curvature. These ghogt 
tangents were included, as the wear on them is undoubtedly at 
least as great as if the curvature were continuous over them 
without reversing points. 

8d. To determine from these two percentages what would 
have been the percentage of increased wear had the same 
alignment as to curvature extended over the whole of each mile, 
This is evidently given by dividing the actual percentage of in. 
crease by the decimal part of a mile which includes the align. 
ment which caused it. 

4th, and lastly. By dividing this latter percentage of increage 
by the difference in the average degree of curvature on the 
two miles, we have the nearly constant percentage 
shown in the last column of Table XIII.; which is the percent. 
age of increased wear of rails, per degree of curvature, on con- 


TABLE XIIl., 
Showing the Percentage of increased Wear of Rails on Continuous re. 
versed curves connected by short tangents, as deduced from the sq. 
tistics of renewals on the Erie Raslway, Fastern Division, given in 












































Table XII. 
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130 | {e'eo6} | 2940 |70. | .91 1. | fe ¢0 }| 44 | 11.6 
38 | 43,356, | ; a 1 50.0° 11,. 
40 | (4'396} | 1940 31. | .99 33.6 | fa's70} | 2.379 14.9 
439 | 5,696) . F 4.4° 1 | | 
140 | {4’396} | 1900 |29.5 .916(av,)) 92.5 2:37°} | 208°) 16.0 
j13 4,649 as P 43.0° 2 | , 
+71 {4102 | 547 |18.3) .44 ier) 29.2 | bia } sa 16.0 


AVERAGE PERCENTAGE OF INCREASE IN WEAR OF RAILS, PER 
DEGREE OF AVEKUAGE CURVATURE, On continuous reversed 
curves, connected by short tangents not exceeding from 
100 to 300 feet in length ..........eeeeeeee coves eeccccees 16.0 





tinuous reversed curves connected by short pieces of tangent, 
the latter varying in length nearly in proportion to the radius, 
but in no case sufficiently long for the train to straighten before 
entering on a new curve. 

It will be readily admitted that this is the most trying 
description of curvature, unless it be reversed curves without 
any connecting tangents. How the wear of rails on long con- 
tinuous curves of the same radii would compare with short re- 
verses of the above description is a matter of opinion, but it is 
undoubtedly much less than in the latter case, even although 
the number of degrees of curvature in a given distance would 
be somewhat greater. That this is presumably so, we might 
show by another method of considering the above statistics, 
but that the writer fears to exhaust the patience of the 
reader. On curves of moderate length ending in long 
tangents probably the wear of rails would not amount to half 
that showoin Table XIII. The statistics for mile 12, in Table 
XII. give ground for this belief, and the writer has learned on 
inquiry that the recent experience of the Baltimore & Obio 
Railroad would indicate the wear of rails on ordinary curves #0 


TABLE B., 


SHOWING THE CAPITALIZED VALUE oF SAVING ONE DEGREE 
oF CURVATURE; FOR CURVES OF MOopERATE LENGTH AND 
AVERAGE Rapti. 






































| 
Projected Lines. | Railways in Operation. 
82 ..| S . (Multiply the average annual ex- 
zs 2 2 penditure per mile for any one 
RATE OF ” a S45 of the following items by the 
23 —,, | Bumber given below it oppo 
3 at | wt site the proper rate of interest. 
INTEREST wf Ye a Te i 
av be = " © f 4 
ue) a2 | sh Fe (| 2e, 
gi; B ° 
” Ban| 38 | EE [Sa | sae see. 
$hy| 22 | &° ley | 88q g554 
CAPITAL agua| 4° a2 §. ooa \at wa 
98] Op #8 3 es |agse 
$32 | 87 | $e a $2 $432 
3 _ 
wed| «2 | bs a8 335 aise 
fe of = 
5 per cent...... $4 87 $750 | .0107 0278 0326 0214 
6  eeceee 406 6 25 0090 0232 0272 0178 
7 ot  peeaes 3 48 536 | .0077 .0199 | .0233 | .0153 
8 ™ « \geneee 3 05 4 69 £0067 0174 0204 0134 
Mawes 244 375 | .0054 0139 | .0163 0107 
YEARLY cost ot 1° 
of curvature...| $0.244 | $0.375 | .00054| .00139| .00163 | .00107 
' 


REMARKS.—If the cost per daily train be higher or lower than $1, 
the value PER DAILY TRAIN given above must be multiplied by that 
assumed cost. 

For sharp reversed curves, connected by tangents not sufficiently 
long for the train to straighten, these values should be increased by 
a maximum of 50 to 100 per cent. and for very short curves of long 
radii reduced in nearly equal proportion. 





be only 4 or 5 per cent. per degree of curvature. Taking an 
average of long and short curves, we may safely assume the 
wear of rails to be somewhat less than 10 per cent. per degree 
of curvature, or 100 per cent. for one mile of 11° 20’ curve. This 
percentage, however, would be increased by 50 or 100 per cent. 
in the case of continuous short reversed curves, similar to the 
alignments considered above. 

Track Maintenance and Ties.—How much greater the cost of 
these items may be on curves the writer has not been able to 
determine by any statistics, but estimates which he has secured 
from several very competent sources have not varied far from 
an average of 4 or 5 per cent. increase per degree of curvature, 
in all road-bed and track expenses except rail renewals. =, 
is equal to say 50 per cent. increase on one mile of 11° 20 
curve, 








nically there are not reverse: curves, but they have all the disad- 
vantage of the technical reversed curve, in a less degree. 


Summing up these various items, we have, as the cost per 
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adl 
| me train mile of an amount of curvature opposing a resistance | throughout the chapter on location in that volume the value of | This may be determined by inspection from the excellent table 
equal to one mile of level track (which we found to be 600°): lines in respect to distance is assumed to be in direct propor- | of tangents in Corss’s Field Bouk, or is given by the formula— 
would athens Seeman pm a tion to the measured lengths, whereas we have seen that the| —_—tabular No. for Table XIV = tan. 36 x 5190 x 9 wr 
game ofitem at sameincreas- a double | 20¢”age expense per mile of road is more than twice the addi- | ~~ 
» salle $1.00per ing with —_—_resistance | tional cost arising from an additional.mile. The comparative A _ ‘TABLE XIv. 
of in. sg “Hocts.” Gopercent, 6reta”” | Values of the above lines, independent of curvature, is as 98 to | Swing Me difference in Tonya of tine win any two curves af diferent 
align. Oil, waste and water.......... 2“ mow « 1. “ | less than 99, instead of 98 to 100. ’ difference 
ae rellen. lesa ee Asa second example: What would be the present value to | BU“#.—Multiply the tabular number by the aa ht tee degrees 
crease Maintenance of road-bed and the Ene Railway Company of saving two miles of distance and of curvature. s 
MERE, cocrcccccseecoscocccoes iad 50 “ ia 65 “ 800° of curvature on the Eastern Division ? eae — enti a 
on the Maintenance of yards and acett 
ntage OR «ii seteacenssece 7 Unaffected 6 * The operating expenses averaged for the whole main line, | Angle between TABULAR Angle between TABULAR 
Train wages, station and gen- neglecting branches entirely, are about $30,000 per mile. On tangents. | NUMBER. tangents. NUMBER. 
rcent- eral Expenses............065 42 “ “ o. “ A 7. - 
D con- the Eastern Division, for lack of definite statistics, we may as- 10° 2.64 80° 1,616.1 
: Total. ....ssseeeseeeeees $1.00 22.5 perct. 22.5 cts. | sume it to be nearly or quite $40,000 per mile. Out of this sum, = =p = 2,001.1 
Expressing the above cost per train mile for 600° in the form | Maintenance of Way ix, by Table I., 24.5 per cent., or $9,800 per 40° 170.1 95° 3008-4 
ous re. of the cost of 1° per train mile or per daily traiu, we have: mile, and the entire “Line” or transportation expenses proper a 246.8 100° 3,657.6 
the sta- 90.225 2 72.3 per cent., or $28,920. 55° ry 4 + Ho 
ven in —* 0375 cts. = cost per train mile of 1° of curvature. Then, by Table B, we have as the cost of 300° of curvature— on 16.4 sie 6488.6 
ts. X 650 = 24.375 ote. = cost o | Per $1,000 of yearly expend’re per mile, 30° X $5.36 40 = $64,320 “ . 120° 8,649.4 
pase X 000 = ots. = cost per year per daily train of 1 Per Maint. of Way -~ pital 300°X $9,800.02 = 68,800 ps 1,024.3 125° 9,514.4 
rr This lat Sethe’ te Os tits of a ital, | Pee‘ Line” or “Transportation” ex- , 1,293 5 130 11,576.2 
) af ie eee ORR, CEVIESS OY TS TS SS ee «eS capital, penditure per mile..........0.see00: 300° X $28,920 .0077 = 66,805 | - ee 
rh: gives the capitalized value of saving 1° of curvature, which is} ‘The variation m es the a t by which the actual per- Example: Required the difference in length between a 2° 
he sf given in the first column of Table B below: . _ |centage of various expenses differs from the average we have | and 6° curve, connecting tangents at an angle of 100°, 
ae In the case of railways in operation, for which exact statis-| sssumed. If the percentages were determined, however, by Such : 
f be tics of eepenees ate attainable, we may express the value of| the experience of any one year, the variation would undoubt- —— = — X 3,657.6 = 1,219.2 feet. 
Laer saving 1° of curvature in any one of the following ways; the | edly be greater. 6x28 
BA . principle being the same as that already followed in estimating | The value of distance on the Erie Railway, as measured. by Value of the difference for each $1,000 of yearly expenditures 
laa the value of distance: the various standards given in Table A, would vary in about | Pe mile at 7 per cent. (by Table A) 
17.5 The yearly cost of 1° of curvature is the same proportions as above. Estimated per $1,000 of yearly : a 1,319.9 : or me gi ie ae 
0875 : , : a@ For any other angle an those given above e 
14.2 , or 000375 times the average yearly ToTaL EXPEnses per mile. eapendiiase pee — —— ee a tabular number is given by the formula, tan. 4% 7'X 5,730 x 2— 
100 at 7 per cent. for capital: R 9 ’ Py ’ 
16.0 0875 $6,000 x 40 x 2 $480,000 | 100 7'= difference between the length of a 1° curve and the 
ee =~ ss “ ‘Line’ or ‘Transportation’ “ Add for 300° of CUTVAtUT, BRY......:...+sssssseee2eereeee. 60,000 | length of the tangents thereto, 
0815 nae pen Ris ota . Total present value of the assumed change of line....... $640,000 Kxample: Required the difference in length between a 2° 42° 
~ io ntenance of Way This very 'arge amount, it must be remembered, is an esti- curve one 7 8 curve, connecting tangents at an angle of j 
1815 cai, i , mate on the conservative side in every respect (unless, possi- me r 3 — A 5,780 X Sue 6,008.96 — 6.980 = 608.96 = Tob : 
— owe pa ae ty hg “ bly, in the assumed aggregate expense per mile on the Eastern | ‘76°24 = 0.4004 & 0,700 X des 5,688.74 — 0,280 = 408.74 = Tab, No. { 
16.0 0875 Division), and represents the amount which it is certain/y then, —-——- = —— X 408.74 = 95.40 fect. 
— — -~ “ do. + Fuel, Off, etc., = justifiable to expend for such an improvement. As the value 8X37 19.71 } 
ngent, The amounts, or percentages, in the second column above, of such changes is frequently estimated it would have amounted 6 2 ae, { 
. : ’ ’ ’ . . = — = 
— multiplied by the yearly expenditure per mile for the item | * ?¢4tly or quite $1,000,000, if not more. We shall have OC0R- THE SCRAP HEAP i 
— opposite to it, give the yearly cost of 1° of curvature. Or, if ~~ - ee valuation hereafter, in considering the ’ ° | 
; they be first divided by the rate of interest on capital, .06, .07, | ¥2Je°! OF gradients. : 
trying otf ~ eager paws Sail thee: tien: web -— er milo| A® another example: During the construction of the But- Railroad Manufactures. 
ithout “wend Ser P oS a = falo, New York & Philadviphia Railway, a change of alignment | , H- & H. Elliott, at East St. Louis, Ill, manufacture a patent 
of the item opposite them, give the capitalized value of saving ° : eye frog and rail crossing and are doing a considerable business. 
dias 1° of curvature. We thus obtain the latter columns of Table B | 88 Made near Arcade station, which increased the length of ‘The mill of the Niles Iron Company, at Niles, O., has been 
ort re- Na the line 2,476 feet and increased the amount of curvature 128°, | leased for a year to a joint stock association composed princi- 
at it is TABLE B The change was made partly to secure a better crossing of Cat- fom y= oy ven ay phyA rh ge t has 
. ; een idle for some time butis now abo ) >. 
hough “ RQUATING” FOR CUBVATUBE. taraugue Creek and partly to secure a town subscription. m | The Greenville (Pa.) Rolling Mill is running full double turn, 
would The cost per year per daily train of 1° of curvature is (as esti- the basis of the present business of the road, what net saving The Culmer Spring Company, at Pittsburgh, has a contract 
might oo ph gaan tppeceralellinets se 00 ote! 0.244 | to the company was required to justify this deflection ? for bearing and draw springs ‘or 200 freig:.t’ cars for the Chi- 
‘istics, The cost per year per daily train of 1 mile of distance is (as The business of the road. by the reports of 1874, was about | °®8° Pekin & Southwestern road, The works are running 
f previously estimated according to the same standard)....... $273.00 n . 7 ; steadily on orders, 
the The cost per year per daily train of 1 foot of distance (as pre- 2.1 passenger trains and 2.8 freight trains daily, or say 5 trains The Pittsburgh Forge & Iron Works have been running 
long viously estimated according to the same standard).......... $0.0517 | in all. The aggregate operating expenses per mile were about | double turn since Sept. 1. 
> half Accordingly, 1° of curvature = — 4.7 feet of distance $3,260. re te lg -at p rye “ owe, — tate & Phillips, at 
ial eee " ‘ : ; Pittsburgh, turned out 2,000,000 bolts of various sizes. 
Table So Then, by the standard of the number of daily trains, we have, The Piitaburgh Manufacturer says: “Large plate of cast 
ed on alt salle of Qintemce - = 1:100° cfonsvetane assuming 7 per cent. as the cost of capital: steel. On Wednesday, 30th of August, there wax rolled at the 
i Ohio 244 F r Value of 2,476 feet distance, Mga A) bape $0.74X5.... $9,161 20 | Black oo ere = Works of Park, + ~y — a << 
: Value of 128° curvature, (by Table B) 128X $3.48X5......... 2,227 20 | cast steel of the following dimensions: eet long nebes 
ended On the construction of the Penney: Ivania Railroad 1° of cincil ————— | wide by % of an inch in thickness, weighing 3,075 pounds, The 
— vature was estimated as the equivalent of 5 feet of distance, Total difference in value of the two lines............. $11,188 40 | plate was a very perfect one, and was rolled from the ingot to 
and 1,056° of curvature as equal to 1 mile. Mr. J. C. Traut-| Estimating on the basis of the yearly expenditures per mile, — dimensions named, on one heat, It was sent to Philadel- 
wine (as quoted by Prof. Vose, ‘‘Manual fcr Railroad Engin- | we have : pars. | . : a ‘ke O . 
7 eors, p. 46, from which source the preceding fact was also | Value of 2,476 ft. distance, (by Table A) 2,476 $1.143.26... $9,20' 80 cus ede semis haunts tet ghey oF yg ays 
- : Value of 128° curvature, (by Table B) 126 $5.36X3 26...... 2,236 73 wry 4 Brea | [Ee p 
ascertained) estimates 1° of curvature as equal to 8.7 feet of wr... largest product in one day being 55% tons. ‘The furnace is on 
ed distance ; but this is on the assumption that two-thirds of the Total difference in value of the two lines............. $11,498 53 | its veny | amend iy 76 ft. high - ft. bosh, and is owned by 
i annual operating expenses are in direct proportion to the| The aggregate difference in the cost to the company of the a eel (03 “City "Fors iis Slee Cities in etnies 
a motive power expended, a very excessive estimate which is not | two lines was at least $50,000 in favor of the longer. We there-| with about the usual force. The principal part of the wor 
by one true even of the cost of fuel. Prof. Vose’s own figures (p. 43) | fore see that a just estimate leaves little doubt as to the prefer- | at present is on car links and pins. . 
— are equivalent to estimating that 1° is equal to 3 feet ata| able line, although the longer and cheaper one was adopted a > Sonar meal rhe ya tar} 4 oo ue. 
rest. speed of 15 miles an hour and only 2.1 feet at a speed of 30 | only after much hesitation. meetings of creditors have been held and 1tis hoped that an 
a miles an hour; or only about % of that quoted from Mr.| Nore on Repuction or Rapius or Curvature.—Experiment | extension may be arranged for, The mills still continue in 
ag Trautwine. seems to indicate that the cost per degree of curvature is very suse ation and ’ statement of the condition of the company is 
F| gy PRACTICAL EXAMPLES OF THE VALUE OF CURVATURE. nearly independent of the radius (within moderate limits) ex- eT he Keystone Bridge Company's works, at Pittsburgh, are 
baa As an example arising in original location, we may take the cept for the difference in the length of the line via carves of runnin extra time, the compan ing pens with orders. 
FEE following, given in Vose’s Manual for Railroad Engineers different radii. This latter difference is, of course, given The eyo | (N. J.) Rolling Mil ae 4 at work. 
37 (p. 48): ‘ directly by the surveys of each line which are necessary to eee Sa Gaieuae ten ed py atiny S rei 
32 Line A, 100 miles long, contains 4,216° of curvature. compare the cost of each, but a determination of this difference | for 200 freight cars. The company now leases the shops of the 
—— Line B 98 miles long phe 8.432° of curvature. beforehand has its occasional convenience, if only as a check | Indiana Stace prison at Jeffersonville, formerly occupied by the 
- Required, the value of one line over the other per estimated | 00 the chaining, and may be very simply expressed as follows : Bouthwestern Oar C JOMPONT. alle Car PRE TT 
‘0153 daily train, and also their ‘‘ equated length.” aa - re dpe its works shortly. The passenger car shops have already been 
0134 Hore we have: dand d'= degrees of curvature of each, xe te Car © has teased 260 bo: to th 
0107 zt T and 7’—length of ta’ ts t sh: 16 Western Car Company has lea y x cars 6 
— a svciarennllecinaestasnetsee: ow ee OF en 68 then, /: U': vded"* a Hoosac Tunnel Fast Freight Line for penal cervion. 
wo intro, nena, @ 8b po ayia oy, ra nnenatnce sate amplores of the Indienapalle Raking MIM ore pow on 
DW Adi ccccccccccccccccces cecccccecccoses Ccccccedevecee F - a 2 pany claims that even after the reduction they will be paying A 
an $1, oon showing the value of line A over line B, per daily eaen 0 r= | a bad r ri er rate of wages than the Chicago, St. Louis or Pittsburgh 
y that Mn ccccccccccccccccceccccen: covevccsceesceecescesssoes B at a’ E mills. : “ ; 

Accordingly, for an estimated business of 10 trains daily,| Letting L—the length via shorter curve from T.P. to T. P. of The Pacific Rolling Mills at San Francisco recently shipped 
~ 4 each way, over the line, we shall be justified in expending $68,- longer curve, ‘ 9 congo of — for the Seattle & Walla Walla road in Washing- 
t long 700 more than the cost of line B to construct line A; as, for so L=ol'42(7—T)=—1427 [:-5 | : 

small a difference in length, the item of train wages would : a’ d’ Test of the Deerfield River Bridge. : 
= robably be i flected. If it varied in exact propor- f d d The new iron bridge across the Deerfield River at Bardwell’s 
ig an P y be in nO way allec hey: ee L—l=2T | jis tmeie Ferry, Mass., on the Troy & Greenfield Railroad was tested on 
e the tion, the balance in favor of A would be reduced by about one- d | d the 7th inst. The bridge was built by the Keystone Bridge 
| fourth. a Company. It consists of three spans of 145 ft. each and three 
egree ———_ mat-a-s spans of 60 ft. each. It is « single-track deck bridge, with 
This Equating’ these same lines, we have ; F trusses 20 ft. deep, 12 ft. apart from centre to centre, and has a 
cent. 4,216° But the value of 2 7 —i’, fora d° curve is to its value for a Reon simian all Ptled iron’ beams fen epene qielian an a stcine 
o the Line A, 100 + a = 103.76 miles 1 © tly, tablulati (2T—l) for » 1 ers. The bridge is ey with a yo +; a _ truss, 
120° 1° curve as —. Consequently, tablulating - o °|\ the heavy truss to act as the centre truss of a three-truss 
8,482° d bridge in future. 
ost of Line B, 0 + 1190° ss aie curve, we have as the difference in the length of any two curves| The bridge was tested in the presence of Messrs. J. Pres- 
ble to Balance in favor of A, 1.76 miles, at $3,900 per of dand d’ degrees, connecting the same tangents, oe er, and W. P, ¢ a wy | Engineer Thy sa 
i " road, and J. R. Jones, Engineer of the Keystone Bridge Com- 
cured daily train = $6,066.00, . os After running a train of cars containing 30 tons of rails 
eee b : . : tS. ot eter pany. er ning @ } 4 
from thus substantially agreeing with the direct estimate above. tabular num a ry on each car, making with the weight of car a load of 37 tons 
ture, In the “‘ Manual” the equated length of these two lines is a’—d to each one, oerens the ites, in coker $e bing oft the parts 
j i i - = tab iber X ° down to a solid bearing, the centre deflection in the li Cry 
ia? eh pwred dng a ann SS Oe rae eS ae dd under a load of one ton per linea] foot was one inch, and the de- 
1° 2 6 the fact that the cost of an amoun eq P , F _ | flection of the heavy side truss was 13-16 of an inch, or 1-1740 
in resistance to one mile of straight track is there estimated| Table XIV, below, is such a tabulation for even angles be- and 1-2140 of the length of span, 
; per somewhat higher than we have done above, which should have | tween tangents, For any odd angle between tangents the) m™,. Green River Bridge, also being built by the Keystone 
to make the balance in favor of line A still larger, The | tabular number js simply the difference between the length of | Bridge Company, for the Troy & Grvenficld Railroad, will be 
owuse of this difference, without bere going into details, ia that!» 1° curve of that angle and the length of ite two tangents, completed early next month, 








THE RAILROAD GAZETTE. 





[SepremsBer 15, 1876 

































































Published Every Saturday. 
CONDUCTED BY 
8. WRIGHT DUNNING AND M. N. FORNEY. 








CONTENTS: 


Page. Page. 
ILLUSTRATION: 
Steam Inspection Car........401|GeNeRaL RaILnoap News: 





CONTRIBUTIONS: Scrap Heap...........++ 
The Justifiable Expenditure Electi and Appoint 
for . Improvement in the eee 
Alignment of Railways,....401! Traffic and Earnings.. 
Eprroaiais : Old and New Roads...... 





Annual Reports........... = 
MISCELLANEOUS: 
ay Fe Erie Reorganization 


Eight Months’ Traffic.......404 
New York Central and Penn- 
sylvania BOB. .s004- 404 


Nineteen Weeks........-- --405| General Passenger and Ticket 
Record of New Bailroad Con- Agents’ Association ....... 406 
struction. ......++++++e+0++-405| The Canadian Pacific Rail- 





The United States Interna- PERS ooh hi AES 410 
tional Exhibition..........405 








Editorial Announcements. 
Pagses,—All persons connected with this paper are forbidden to 
ask for under any circumstances, and we will be thank- 
ful to have any act of the kind reported lo this office. 


Addresses.— Business lelters should be addressed and drafis 











made to Tae RatLnoap Gazetre. Vommunications 
Yor the ion of the Kditors should be addressed Epiron 
RAILRoaD GAZETTE. 

Adverti ts We wish it distinelly understood that we 


will entertain no proposition to publish anything in this jour- 
nal for pay, EXOEPT IN THE ADVERTISING COLUMNS. We give 
in our Eiilerial ms OUR OWN Opinions, and those only, 
and in our news columns present only such mauer as we con- 
sider interesting and important to our readers, Those who 
wish to recommend their inventions, machi » supplies, 
financval schemes, ete., to our readers can do 8o fully in our 
advertising columns, but i is useless to ask us lo recommend 
them editorially, either for money or in consideration of adver- 
tising patronage, 


Contributions.—Subscribers and others will materially as- 


sist us in making our news accurate and complete if they will 
send us early t of events which lake + hn under 
their observ , such as changes in railroad officers, organi- 


zations and changes of companies, the letting, progress and 

completion of contracts for new works or waperces improve- 

ments of ones, experiments in the ion of roads 

and machi and wn their management, particulars as to 

the business of railroads. - suggestions as to its improve- 
8 


ment, Discussions of subje aining to ALL DEPARTMENTS 
of railroad business by men ———- acquainted with them 
are especially desired. 


ps ynvte will oblige us by forwarding 
early copies of notices of meetings, elections, appointments, 
and e ly annual reports, some notice of all of which will 
be 





EIGHT MONTHS’ TRAFFIC, 





The month of September is in many respects the begin- 
ning of a new commercial year. Most of the great crops 
of the country are chiefly marketed after August. Records 
made for the upper Mississippi valley make the grain 
year begin with August, but it is not often that considera- 
ble quantities of any spring grain are marketed before 
September. From the country near the Ohio considerable 
winter wheat may be forwarded in August; but the chief 
movement in wheat is from Minnesota, Wisconsin and 
Northern Iowa, and of spring wheat, which rarely is 
threshed before September; and this year especially the 
entire August wheat movement is small. Oats are still 
later than wheat, while as for corn, hardly any of the new 
crop gets to market before January. The crop year for 
cotton begins with September. Cotton, grain and provi- 
sions are our chief agricultural exports. The hogs from 
which tha latter are manufactured are a crop which may 
be harvested any time. Practically, however, much the 
largest part is packed in the four months beginning with 
November, which in consequence is termed the packing 
season. Of late years, however, the summer packing has 
increased, and already since the close of the ‘packing 
season,” six months, Chicago, which distances all com- 
petitors in this business, has packed more than half as 
many as it packed during the packing season proper. 
Horned cattle are for the most part consumed fresh, and 
so have to be marketed daily. 

As some index of the traffic of that part of the year 
which has elapsed, we have examined the movement of 
the great staples which are cursntly reported, and find 
that it compares with last year’s movement as follows : 

The grain movement has been unusually heavy. There 


























































































































has been for the eight months— 
An increase of 18 per cent. in receipts at Northwestern ports; 
An increase of 30 per cent. in shipments “ “ 














An increase of 83% per cent. in receipts at Atlantic ports. 

Not only is the movement much greater than last year, 
but, with the exception of receipts at Northwestern ports, 
it has never been equaled. 

The above record, however, does not take into account 
the movement on the Pacific coast, which has become of 
very great importance, being almost wholly in wheat, and 
chiefly in grain exported, while usually nine-tenths of the 
wheat raised this side of the Rocky Mountains is con- 
sumed within the United States. The Pacific States had a 
light crop in 1875, and their exports for the last eight 
















































































been — 


period in 1875, though the July and August shipments 
from the great crop of 1876 have been unusually large 

The railroads which profit by the heavy grain movement 
are chiefly Western roads—chiefly those leading to Chicago 
and Milwaukee. The trunk lines to the East may be 
classed among the beneficiaries when a paying rate is 
charged, and doubtless some if not all of them made some- 
thing on this traffic during the first three months of the 
year, when rates were remunerative and traffic, for the 
winter, very good. The Northwestern roads, however, 
have for the most part been able to maintain their rates on 
grain pretty well, and many of them have done an entirely 
satisfactory business. 

In cotton, too, there has been a heavy movement, and 
compared with the same eight months in 1875 there has 


An increase of 28% per cent. in seaboard receipts, and 
An increase of 2244 per cent. in exports. 


This crop, the most valuable of our exports, also has 
been the largest known. It is, directly and indirectly, the 
chief support of Southern railroads, which, however, 
profit more by high-priced cotton than by abundant cot- 
ton, as the staple is not very heavy. It is when the plant- 
ers make money from their cotton that the railroads pros- 
per, as the purchases of the South then produce a traffic 
of greater value than that of the cotton itself. 

Petroleum now supplies several railroads with a very 
large traffic, which this year has remained a profitable traf- 
fic, and on some roads is pretty nearly the only profitable 
through traffic left. We have not the figures for the pro- 
duction of the oil region down to September, but only for 
the exports. These have not varied greatly for four years 
past. For the past eight months they were — 


2% per cent. more than in 1875. 
m—m * * oe Ulu 


The domestic consumption, however, has probably in- 
creased materially. The price recently has risen greatly ; 
if this higher price is maintained, production will doubt- 
less increase largely. 

Anthracite coal until recently showed an increase in 
production over 1875, but in the mest important districts 
there was a total suspension of production during the first 
half of 1875, and now the figures are reversed, and the 
shipments from the mining regions for the eight months 
show a decrease of 11 1-6 per cent., as compared with last 
year, when there was a large decrease from the production 
of 1874. Until September, doubtless, the business, both 
production and transportation, had been profitable. The 
end of the eight months shows the beginning of unprofit- 
able prices; but there will probably be some increase in 
the movement, which may profit the secondary carriers— 
those which receive from the coal roads and whose rates 
are not in proportion to the price of coal. No reports ap- 
proaching completeness are made of the production of 
bituminous coal, which is regrettable, as the total current 
coal production would give a clue to the condition of 
many important industries. Such records as are kept do 
not on the whole show much change from last year. There 
is a large decrease in the production of Cumberland which 
is nearly balanced by an increase in Clearfield. These are 
but items in the aggregate, however. 

As further indications of the traffic of the season we may 
note that the exports of provisions for the ten months 
since Nov. 1 have been 26} per cent. larger than for the 
corresponding ten months of the previous year, and that 
the receipts of lumber at Chicago (the largest west-bound 
traffic of Chicago, and always active when there are many 
new settlers on priirie lands) are 13 per cent. less frem 
Jan. 1 to Aug, 30 this year than for the same eight months 
last year. 

In agricultural staples, then, so far as we have trace of 
them, production has not fallen off, but has increased. 
There have been more grain and more cotton than ever 
before, and the carriers have had no reason to complain 
of the amount of traffic in these staples. Prices have 
been low, however, and the crops have not had a large 
purchasing power. This is indicated by the light demand 
for lumber, the heaviest of the purchases of the North- 
western farmers. 

These farmers, however, are perhaps the most flourish- 
ing class in the community. Manufacturing industries 
and those who depend upon them suffer most, and to this 
fact is due the great decrease in the consumption of an- 
thracite coal—chiefly consumed where manufactures are 
the leading industry. 

As for the immediate prospect, so far as it depends upon 
the crops, there is apparently not much change from last 
year, when, as we have seen, production was ample and 
the movement active. There is less spring wheat in the 
Northwest, but its deficit is: probably fully made up by 
the great California crop, now being marketed, and prob- 
ably preventing the usual demand for Northwestern wheat, 
which so far has been very slow to come forward. 
Corn, which is the great grain crop of the Mississippi 
valley, promises an abundant crop. There are 
more hogs to market than last year. The cotton crop is 
expected to be about as large as the great one of. last year. 
Apparently, if there is not a return to prosperity, the fault 








months were much smaller than for the corresponding 








cannot be charged to agriculture. But then this has been 


panic year itself, when to the advantage of an unequalled 
grain crop were joined those of a great foreign demand 
and high prices. As to a revival of other industries, there 
are not many signs of it now—greater activity in New 
England cotton factories being the most encouraging, 
Perhaps the greater activity in railroad construction 
may be instanced as another sign of returning prosperity, 
So far this year the mileage of new roads completed in the 
United States has been just about twice as great as last year, 
and two-fifths more than in 1874. It has been at the rate of 
an increase of nearly 3 per cent. per year in the mileage of 
the country, and quite as great as our average increase in 
population. 

There has been very recently such increased activity in 
trade that many are encouraged to believe that the cul- 
mination of the period of depression has been passed, and 
th»t we have arrived at the beginning of a period of pros- 
perity. From nearly all the chief business centres the 
newspapers report a greater activity and a feeling of en- 
couragement. As this is the time for the Fall trade to 
begin, increased activity was to be expected. Buta few 
weeks’ business compared with that of previous years at 
this season alone will enable us to judge whether times are 
really growing better. 

During the flush times before the panic, there was a 
great determination of capital and labor towards in- 
dustries with which the world became over-supplied. The 
readjustment of industries, the diversion of energies from 
the production of what the world does not want to that 
which it does want, has been the problem of the times. As 
this readjustment takes place prosperity may be expected 
to return—not to give employment to all the new rail- 
roads and iron works, but to afford employment of some 
kind, with its appropriate reward, to all labor and capital. 
It will have tobe acknowledged, however, that a very 
large amount of the latter has Seen absolutely destroyed 
in the establishment of superfluous railroads and manu- 
factories. 





New York Central and Pennsylvania Expenses. 





Some weeks ago Mr. Rufus Hatch, who has been a leader 
among the bulls and bears of New York, wrote a letter to 
the New York Tribune, the substance of which, as we re- 
member it, was that the New York Central & Hudson 
River Company, by reason of the economies made possible 
by its four tracks, steel rails, etc., was able to carry at less 
cost that any other road, and would make money, or come 
pretty near it, at current rates on through traffic. Com- 
menting on this the Railway World, of Philadelphia, 
argues that the New York Central is losing something like 
two-thirds of a cent per ton per mile, or at the rate of $28 
per car-load, from Buffalo to New York, at current rates. 
Mr. Hatch’s letter was hardly one of the kind to argue 
over, but the reply to it in the Philadelphia paper is based 
on wholly unwarrantable assumptions, which yet are, in 
part at least, not uncommonly made in discussing the 
business of the two companies. 

The report of the Pennsylvania Railroad Company for 
the year 1875 shows an average expense for carrying 
freight of 0.616 cent. per ton per mile on the ‘ Pennsyl- 
vania Railroad Division,” which includes the main line 
between Philadelphia and Pittsburgh and about 550 miles 
of branches connected with it. For the year ending with 
September, 1875, the New York Central’s expense per ton 
per mile on 1,000 miles worked by it was reported as 0.09 
cent. What is assumed is that when the New York Cen- 
tral receives less than 0.09 cent" per ton per mile for car- 
rying freight, it loses money on the business. 

Besides the error in assuming that the cost of through 
freight per ton mile is the same as the average cost of 
all freight, which applies to all companies alike, there is 
such a difference in the traffic, the situation of the lines, 
and the method of reporting, that the reported average 
cost of the movement of a ton one mile cannot be ac- 
cepted as evidence of the relative economy of carrying 
through traffic over the two roads. 

Perhaps the difference in the method of dividing ex- 
penses between passengers and freight would account for 
the entire reported difference in cost. The working ¢x- 
penses of the Pennsylvania were reported as 57} per cent. 
of the gross receipts, those of the New York Central a6 
59}—certainly not very unlike. But the expenses as they 
are divided make the expense per passenger per mile 1,364 
cents on the New York Central against 1.669 on the Penn- 
sylvania—nearly 20 per cent. less; while, as we have seen, 
the freight expense is reported at 0.9 cent on the Central 
und but 0.616 on the Pennsylvania. Taking a passenger 
anda ton of freight together, the expenses on the two 
roads are almost the same—2.264 on the Central and 2.285 
on the Pennsylvania. This indicates that the differences 
in reported expenses are largely due to differences in the 
method of distributing expenses between the two branches 
of traffic. We may add that neither is correct, a8 neither 
allots any part of the expenses to, mails, express and nel 
cellaneous business, which thus appear as if carried with- 
out cost. 

Again, more than a million and a half of the New York 
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charged for ‘‘freight-car service;” but among its miscella- 
neous receipts, not entered with freight receipts at all, is 
an item of $1,078,000 for car service. It is common to 
take the difference between the receipts and expenses for 
car service as the expenditure or revenue from that source, 
and this was done in the Pennsylvania report apparently — 
at least it shows no revenue, but an expenditure of $359,000 
under this head. This alone would reduce the New York 
Central's freight expenses more than one-twelfth, and 
bring down the expenses per ton per mile to 0,825 cent. 

Again, the New York Central & Hudson River Railroad 
is more properly comparable with the Pennsylvania main 
line plus the New Jersey Division than with the main 
line and branches between Philadelphia and Pittsburgh. 

A very large proportion of the Pennsylvania’s traffic 
(less now than formerly, however,) is received or deliver- 
edat New York. The line from New York by Philadel- 
phia to Pittsburgh is just about as long as and quite fairly 
comparable with the line from New York by Albany to 
Buffalo. The Pennsylvania line receives and leaves a vast 
traffic at Philadelphia; the New York line receives and 
leaves a vast traffic at Albany. Nowif we calculate the 
average expenses per ton per mile of the traffic over both 
the “Pennsylvania Railroad Division” and the ‘‘United 
Railroada of New Jersey Division” of the Pennsylvania, we 
will find it to be 0.719 cent.,or one-sixth moregthan on the 
“Pennsylvania Railroad Division.” 

To estimate the relative ability of different companies 
to carry at current low rates, however, the average expense 
per ton per mile is not sufficient. It gives some clue to 
the cost of transportation on the road, but not information 
enough to enable us to judge of the cost of a particular 
kind of traffic which is certainly very different from the 
average traffic, and except where terminal charges on 
through traffic are excessive, considerably less expensive 
than the average. 

The article in the Railway World, indeed, in its calcu- 
lations reduced the average expense on the Pennsylvania 
from 0.616 to 0.05cent per ton per milo, asserting that 
the latter covered the cost on the main line of the Penn- 
sylvania, which is probable enough; but it omitted to 
make any such reduction for the New York Central, on 
which the difference in expense between through and 
local traffic is greater than on most roads, probably. 
Conclusions from such bases are, of course, untrust- 
worthy. 

The question which company will suffer most from cur- 
rent rates is of vital interest now. ile there is no pub- 
lished information which will enable ne to answer it pos- 
itively, it may be well to indicate that there are several 
elements in the problem. Having made sure that there 
is a loss, and a loss on every line, and having ascertained 
what that loss is on every ton carried by each line, we 
have only one element. Next, we need to know how much 
of the unprofitable traffic each line carries. The 
line with fhe heaviest traffic may have the smallest 
losses, if its expenses per ton are less than on 
the ‘other lines. But even when we _ know 
the amount of each company’s loss by the unprofitable 
traffic, we will not be able to say which will suffer most 
by the railroad war. That depends largely on the amount 
of local traffic on which rates are maintained. A com- 
pany may doa large business at a loss year after year 
without disaster, if it has enough other profitable busi- 
ness. Both the New York Central and the Pennsylvania 
have a vast amount of such business. 

So far as outward appearances indicate, the New York 
Central suffers least by the war. If it is badly hurt, at 
least it does not cry out, while from the other companies 
are sometimes heard what seem like cries of distress. 
It will not do to trust too much to such 
appearances. The New York Central would be 
less likely than any other compa y, perhaps, to 
complain if it did maé suffer. But managers of other com- 
panies who have examined the conduct of its traffic this 
year have reported its expenses to be—to its rivals—dis- 
couragingly low. The present traffic could have been 
conducted, doubtless, without the separate freight tracks, 
but with these tracks the trains run along at an even 


Speed, scarcely ever stopping, never waiting, with an un- 
eniable economy in locomotive expenses. 

Itis not easy to believe that any road can carry without 
lors at the current through rates; but it is undoubtedly 
true that the expense of through freight is now marvellous- 
ly low, and on the New York Central at least, and probably 
also on other roads, lower this season than ever before. 








Record of New Railroad Construction. 





This number of the Rai/oad Gazette has information of the 
laying of track on new railroads as follows: 

Parker & Karns City. - Extended from Karns City, Pa., south 
to Millerstown, 6 miles. It is of 3-feet gauge. 

Southwest Pennsylvuania.—Extended south by west 5 miles to 
Uniontown, Pa. 

Columbus & Toledo.—The track from Delaware, 0., south is 
extended 9 miles to Columbus, and that from Marion north 14 
miles to Upper Sandusky, making 23 miles in all. 

East Line & Red River.—The first track is laid from Jeffer- 
son, Tex., west to Kellyville, 10 miles. : 

Galveston, Harrisburg & San Antonio.—Extended from Se- 
guin, Tex., west to the Guadalupe River, 5 miles. 


Gu'f, Colorado & Santa Fe.—Extended 10 miles to a point 25 
miles westward from Galveston, Tex. 

Galveston, Brazos & Colorado.—The first track is Jaid from 
Galveston, Tex., west by south 10 miles. It is of 3-feet gauge. 
Southern Pacific.—The extension to Los Angeles is 10 miles 
longer than heretofore reported. 

This is a total of 79 miles of new railroad, making 1,467 
miles completed in the United States in 1876, against 702 miles 
reported for the same period in 1875, 1,006 in 1874, 2,455 in 
1878, and 4,498 in 1872. 








The Grain Movement for Nineteen Weeks. 


The shipments of grain of all kinds from the eight principal 
Northwestern markets for each week since April 22 have been, 
in bushels, by lake and by rail: 











Per ct. 
By rail. Total. by 
2,072,946 3,707,487 
2,292,633 4,737,824 4834 
2,302,940 3,841,466 60 
2,016,304 3,618,474 55% 
1,820,456 3,567,864 51 
1,797,922 4,210,084 42% 
2,147,670 5,042,585 42% 
2,991,811 5,318,216 45 
2,198,054 4,926,760 44% 
1,784,548 8,605,703 49% 
1,205,184 2,970,194 40% 
1,228,678 2,877,186 42% 
1,032,825 3,302,161 31% 
1,038,208 2,504,710 4135 
1,283,268 3,338,511 38% 
1,300,720 3,044,779 42% 
1,614,256 3,764, 42% 
1,520,811 3,872, 30%, 
1,573,058 3,271,649 48 
Total fo: 19 weeks..... 38,895,772 32,622,292 71,518,064 45% 


The total shipments of the last week were smaller than for 
the two weeks previous, but the rail shipments were larger, 
and were a larger proportion of the total shipments than for 
any week since June. Perhaps the higher lake rates have had 
the effect to divert the traffic from the lakes, The lake ship- 
ments are the smallest since July and are nearly 28 per cent. 
less than for the preceding week. A large part of the lake ves- 
sels are tied up, and do not enter the market for freights. 

For the same nineteen weeks the receipts at each of the At- 
lantic ports have been in bushels: 





Per cent. Per cent. 

Corn. of total. All a. of total. 

29.5 32,435,943 44.1 

11.0 5,631,831 17 

1.0 716,070 10 

5.1 7,780,726 10.6 

26.4 14,124,600 19.2 

22.9 10,708,685 14.5 

41 2,146,271 2.9 

Dotah, cccccccccecccccces 38,494,342 100.0 73,644,126 100.0 


The total receipts were not very heavy and were, as hereto- 
fore this season, chiefly corn, the wheat receipts being the 
smallest for many years. The result of the division of last 
week’s receipts was to improve considerably the position of 
New York as a corn receiver, at the expense of Philadelphia 
and Montreal. But in receipts of grains of all kinds New York 
loses as much as it gains in corn, while Boston, Philadelphia 
and Boston gain. For the last week the percentage of re- 
ceipts of corn at each leading port was as follows: New York, 
87% per cent.; Baltimore, 2344; Philadelphia, 19 and Boston 
12% per cent. In grain of all kinds these percentages were: 
New York, 34% per cent.; Philadelphia, 2144; Baltimore, 20%; 
Boston, 10%; Montreal, 8%. 

Again we see that while New York takes the lead in the corn 
traffic in which earlier both Baltimore and Philadelphia ex- 
celled it, the other ports are taking a larger proportion of other 
grains than formerly. New York had less than one-third of the 
wheat receipts this last week. Doubtless it would do better 
were the usual supplies of Northwestern wheat coming for- 
ward. 








Tre Lake SHore & MicniGan SouTHERN reports for the year 
ending with June to the Ohio Railroad Commissioners. The 
gross and net receipts for the second half of that year were 
published by the company some time ago, before announcing 
the late dividend for the half year. The report to the Com- 
missioner, figures from which have now been published in the 
Commercial and Financial Chronicle, gives information as to 
the details of receipts and expenses and of traffic. As to the 
latter, there was, compared with the preceding year, an in- 
crease of nearly 7 per cent. in passenger train mileage, with a 
decrease of nearly 3 per cent. in passenger mileage, the average 
passenger train load having fallen from 63.6 to 57.8 persons. 
The freight train mileage, however, decreased 6% per cent., 
while the tonnage mileage increased nearly 4 per cent., the 
average freight train load having grown from 154 to 171 tons, a 
very large increase from what was before a large average for a 
through line with so great an excess of east-bound traffic. The 
earnings were less by $1,080,000, which is just about 7 per cent. 
This decrease was distributed among nearly all branches of 
traffic, local passenger being about 5 per cent. less, through 
passenger 9% per cent., local freight 4% per cent., through 
freight 13% per cent. The greatest interest is concerning the 
working exp , whose t for the half year at the time 
of the dividend were reported as enormously decreased. For 
the whole year including the half-year so reported the decrease 
was $1,505,623, amounting to no less than 13% per cent. Nearly 
half ot this saving is in maintenance of way expenses, which 
are reduced 24% per cent. So large a decrease on most roads 
would lead to the suspicion that the road had been “starved,” 
that is, had been suffered to depreciate for the sake of saving 
money for the time. But if the Lake Shore is distinguished 
for one thing more than another it is for its track and road-bed. 
The reduction is probably due to the fact that the work of re- 
newing the main tracks with steel was nearly completed before 
the last year. In the other main heads of expenses the reduc- 
tions were 11% per cent. in maintenance of cars, 14 per cent. in 
motive power and 14 per cent. in conducting transportation. 

The average receipt was 2.376 cents per passenger per mile 








and 0,988 cent per ton per mile during the later year and 2.452 


per passenger and 1.099 cents per ton por mile during the ear- 
lier year. Railroad wars prevailed about half the year. 








Tae FALL IN THE Price or Coat has been used with con- 

siderable effect on the Stock Exchange, chiefly of course to bear 

the stocks of coal-carriers, but aleo to some extent to bull the 
stocks of other rowds. The cry was that the lower price would 
cause a great saving in the cost of fuel, which some one 
estimated at $700,000 for the New York Central and 
half as much for the Erie. This was very encouraging; 
but no one seems to have discovered yet that these railroads do 
not use anthracite in their locomotives, and that the price of 
bituminous has not fallen. Moreover, both of them carry a 
large amount of coal to market, and when the price is as low 
as it is now they have to reduce their charges for coal trans- 
portation. The only railroads which use anthracite coal large- 
ly for their engines are the anthracite coal-carriers themselves, 
unless we except the Pennsylvania, which has many anthra- 
cite-burners on the New Jersey and Philadelphia divisions, 
Neither has there been as yet such a stimulation of manufac- 
turing industries as was prophesied asa result of cheap coal. 
Pig iron, whose cost is more affected by the price of fuel than 
that of any other product, bears apparently exactly the same 
price as before the coal auction. Undoubtedly cheap coal is an 
advantage to almost all industries; but cheap coal alone is not 
going to restore prosperity. 





THe Coat Roap Stocks have suffered terribly since the 
breaking of the combination, Central of New Jersey had long 
before started on its downward path. During the first three 
weeks in August the stock fluctuated between 57% and 60. 


Last Wednesday it closed at 28%. Here is a loss of 
more than $6,000,000. Delaware, Lackawanna & Weat- 
ern was sold at from 90% to 934% up to Angust 


22; Tuesday it was 734% to 75—about $5,000,000 aggregate 
fall. In the same period Delaware & Hudson Canal stock has 
fallen from 92 to 66—$5,200,000; Lehigh Valley from 56 to 53, 
while Philadelphia & Reading has stood firm at about 44. The 
Lehigh Valley has just made a 2 per cent. dividend, its usual 
rate having been 24%. 





Too Fast Sprep is complained of in England, and proposals 
have been made to limit by law the speed of express trains, 
some putting the limit at 40 miles an hour. The occasion is 
a recent accident to the train known as the “ Flying Dutch- 
man” on the Great Western Railway. The directors of that 
line have announced that hereafter the speed of that train shall * 
be reduced to 40 miles an hour on “the more dangerous parts 
of the line.” 


Tae American InstrTuTe Fark was opened last week, not- 
withstanding the attractions of the World’s Fair, which has so 
largely absorbed the efforts of exhibitors and observers alike 
this year. Special efforts have been made this year to secure 
some exhibits of popular interest. 


THE UNITED STATES INTERNATIONAL EXHIBITION, 
x. 


RAILS, 

The show of steel rails at the Centennial—simply as rails and 
apart from the attachments or fixtures used with them —is quite 
large, and in some respects admirable. Rail-makers are liable 
to error, however, in the way they show some of their rails, for 
while an immense pyramid of ends is piled up, none of them 
giving any hint or idea to the visitor save that they weigh 25 
to 75 lbs. per yard, a large and interesting lot of old or worn 
rails is, in one case, tucked away snugly on the floor, one on 
top of another, and all in the dark and the dust. One would 
suppose that an honored and useful record would in such a 
case entitle even a rail to be placed where it could be fairly 
looked at, especially if, as in this instance, the extremely use- 
ful information is given, if you can get down low enough to 
read it, of where the rail had been laid, and how much work, o1 
useful service, it had actually performed. 

One of the most historic items in the whole railroad exhibit, 
a rail, chair and stone block from the old Allegheny Portage 
road, lies, or did lie, quite out of sight, in a spot where all too 
little notice could be taken of the contrast between it and the 
massive rail of the present day which lay so near at hand, 

The practice is illustrated, or at least the possibility is shown, 
of rolling even our 30 Ibs. rails in double or in triple lengths. 
It has been common for many years abroad to roll double 
lengths, and sometimes even triple, but the measure has there 
generally been the 20 or 22 feet standard. This new departure is 
signalized at Philadelphia by the 120 ft. rail of the Edgar Thor- 
son Company, and by other shorter rails besides this, from allof 
which two or more 30-ft. pieces could be cut. That this is a 
telling improvement in the manufacture of rails, as well as in 
the rolling of any long bars, may be easily shown. The 
present proportion of crop ends from a 39-ft. rail to the finished 
bar is not Jess than 8 per cent., and hence the actual weight of 
ends made per day, upon a product of 200 tons, is about 16 
tons. If the selling price of rails be taken at $56, and the 
value of crop ends at $35, then the loss per day, from the fact 
that ends cannot be sold for as much as rails, amounts to $336. 
If, further, the ratio of crop ends can be reduced only by rolling 
double lengths, then a saving is at once effected, other things 
remaining the same, of $112 per day, which is certainly no 
trifle. 

The various tests to which rails are required to be sub- 
jected are somewhat fully shown. It is interesting to note how 
the increasing production of our works has made it 
important ‘that this test shall be the simplest 
possible, for want of time on the part of the maker of the rail 
to do more. Hence it is found that a leading railroad company 
is willing to require only that a piece of a crop end shall stand 
a cold bend of 90° when drawn down to a bar % in. square 
and 12in. long, and also that the carbon test of the same piece 











shall be 36 hundreds of one per cent, For the latter test th 
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chemist has devised the simplest possible appliance, or method, 
that of comparing the color of an acid solution of the steel with 
the color of another solution of which he knows the exact 
grade or rate. The lofty drop test seems quite ready to be 
abandoned, as indeed 1t well may be, although some crop ends 
are shown that have passed it. An interesting fact brought 
out by the drop or heavy bending test is the great ductility of 
this metel, even when it is amply hard enough to pass any rea- 
sonable carbon test. This is illustrated quite to an extreme de- 
gree in a Bessemer rail shown by Krupp, which has been bent 
back very closely upon itself both vertically and, in another 
place, horizontally, the bending and twisting and bulging of 
the metal in the flanges and head being quite remarkable for 
a metal which is commonly supposed to be so intractable when 
cold, 

Two or three mills show the newest form of rail that has 
been brought into use, viz.: that with the flat-sided head and 
the very thin flange. This pattern, though it has been found 
a somewhat troublesome one to ro)l, has such obvious advan- 
tages in actual use that it is almost to be wondered at that it 
had not come into the field before. This may be said, how- 
ever, that the practice of our companies in requiring minute 
differences of outline in their rails has never been in itself an 
evidence that the real requirements of the case have been care- 
fully studied into, and thus, perhaps, it has come to pass that 
the idea of providing more surface for flanges to Lear against 
in passing curves has never been put into practice until quite 
recently, and by only a very few roads even now. It will be a 
matter of great interest to watch the wear upon sharp curves 
of these flat-sided rails as compared with the older convex 
form, The diminished, or at least the more uniform, wear of 
wheel flanges will be also an interesting result of this change 
of form in the rail, 

It is greatly to be regretted that one or more of our older 
and leading railroad companies should not have shown at the 
exhibition, as some of them so readily might have done, the 
progress which has been made, and the perfectness of von- 
struction which some of them have achieved, by collecting 
pieces of their old rails, specimens of their old chairs, 
the earlier spliced joints, and all their past rail fix- 
tures, Some of these had their origin in _ this 
country, and all of them have had their é«y and use, but 
they would show what we have done, and even what have 
failed to do, during the last 40 years. There ought to be more 
of that which is older in this direction at the Exhibition, in 
order that the really high character of the present product of 
our mills and of our railroad materials may be justly set forth. 

The common double-headed rail of the foreign roads is 
shown iu at least one place, viz.,in the building devoted to 
the French Public Works. With this form of rail many of our 
engineers are not personally faimiliar, and few of our compa- 
nies would wish to be so practically. It 1s interesting, how- 
ever, to see upon what massive substructures some of the 
foreign rolling stock runs, over thousands of miles of line, and 
also, what is shown in the chairs in which these double-headed 
rails are set, the minute variations in method of fastening to 
the sleepers or ties which foreign engineers contrive and in- 


sist upon. 
EUROPEAN CAR CONSTRUCTION. 


The representation at the Centennial Exhibition of the de- 
tails of foreign locomotive and car practice is so scanty as a 
whole, and the few items shown are 89 scattered, that little 
more can be attempted, in any description of them, than an 
occasional suggestion of cumparison with our own practice 
whenever it can be made, 

As we have already stated there is but one foreign locomo- 
tive shown complete, and no cars whatever, unless exception 
be made in favor of a travelling crane which in the simple 
timber frame on which it is mounted shows in some minor de- 
tails the exact forms or pieces used by the thousand on the 
common “ goods wagon” of the English railroad. 

The corver buffers on this car or “ wagon” body set forth 
exactly a very common English practice, and so too do the 
wrought-iron wheels, the axle boxes, the “horn plates” or 
jaws in which the axle boxes are held, the side springs 
and the wheel brake. A very common form of coupling 
chain is shown on the end of this car, and indeed the 
whole coupling and buffer attachments, when compared 
with the corresponding parts of our own cars which 
are shown, will give a perfectly clear idea of 
the difference between the English system and the 
American. Many of the common coal wagons abroad are 
made, as some of ours are, without any attempt at spring 
buffers, and such cars and wagons resemble each other in this 
respect. One difference is, however, that in such cases the 
timbers in the English wagons that do the buffing are the outer 
side sills, so that all the knocks come on the extreme outer 
corner of the frame. This renders it necessary that much 
more slackness should be allowed in their chains to admit of 
coupling up on a sharp curve. 

In the Belgian section a large lot of coupling hooks and links 
are shown, together with quite a number of these same spring 
buffers. These are all excellent specimens of the common 
forms used, and the fact that many of those shown differ but 
slightly from the rest is a curious illustration of the minute 
particulars in which each designer insists that his special 
preference shall be adhered to. The buffers do not differ essen- 
tially from those already illustrated from time to time on Eng- 
lish locomotives in our columns. 1t may be said, however, that 
in their manufacture the greatest attention has been paid to 
the saving of material and of labor. Many are made of bar 
iron, while others are of plate iron bent into a cylinder, weld- 
ed, and flanged for fastening them to the timber buffer beam. 

—_ 





The New Erie Reorganization Scheme. 
We copy from Herapath’s Railway Journal the following de- 
tailed account of the reorganization scheme finally agreed 
upon by the various committees and now offered to the security- 


I. No reduction in the rate of interest on the first consoli- 
dated bonds. The holders of the Sterling Morgan loan bonds 
to be entitled to the same rights as if their bonds were (and for 
the purpose of this scheme they shall be deemed to have been) 
exchanged for first consolidated mortgage bonds on 1st 
September, 1875; consequently their bonds will carry interest 
at the rate of6 per cent. up to and inclusive of that date, and 
thereafter at 7 per cent. F 
Il. The first consolidated mortgage bonds to fund and be paid 
their coupons as follows : 


TO BE FUNDED, COUPONS FALLING DUE. 





Ist September. 








1876. .--1st March. 
1877. -Ist March. 
1877 -lst September. 
1878. -lst September. 
1879 ee ape .--lst September. 
TO BE PAID IN CASH, COUPONS FALLING DUE, 
WB. cacoccce lst of September, but to be paid on Ist December, 1876 
TBTB, cccccccccvecccccscccccccsccccecbvcsscccccescocecs ist March. 
WBTD. ccc cccccccccccccecccessenceccccescccccesovecscoes Ist March. 
DUBBO. .ccrccccsveccccccccecccessccevesserseseeerecccece Ist March, 


And thereafter a}l coupons as they fall due, but if through 
the continuance of the present railroad competition the Re- 
ceiver should not be able to provide for the payment of the 
first coup non the lst December, 1876, the reconstruction 
trustees to have power, at the request of the Receiver, to extend 
the time for payment to the 1st March, 1877. 
III. Coupon bonds (either those of the present company or 
of any new company formed for the working of the railway 
under foreclosure) to be issued in exchange for the funded 
couvons mentioned in Clause II., the same to be payable in 
old on 1st September, 1920 (the due date of the 1st consoli- 
Hated bonds), with interest thereon in the meantime at 7 we 
cent. per annum, and to be secured by a deposit of the funded 
coupons; these coupon bonds to bear interest on their entire 
amount from 1st September, 1877, that being about the mean 
date of the funded coupons. 
IV. The holders of the 1st consolidated mortgage bonds to 
deposit forthwith, with the reconstruction trustees hereinafter 
named, their six coupons intended to be funded as mentioned 
in Clause IL., receiving ip exchange certificates representing 
them pending the creation of the new coupon bonds; and also 
to assign the accompanying form of assent in order to facili- 
tate arrangements being made, and the requisite authority of 
the Court being obtained, for the payment in cash of the cou- 
pon becoming des on ist September, 1876, without which it 
cannot be paid. 
V. The holders of the 2d consolidated and gold convertible 
bonds to fund their coupons as follows: The 2d consolidated 
to fund 10 half-yearly coupons from Ist June, 1875, to lst De- 
cember, 1879, both inclusive, and the gold converiible to fund 
18% quarterly yee viz., from int July, 1875, to lst Decem- 
ber, 1879, both inclusive. 
VI. These coupons to be funded at the present rate of inter- 
est of the bonds, viz.: 7 per cent., which will make a t:tal of 
85 per cent, in the case of the 2d consolidated and 82% per 
cent. in the case of the gold convertible, for which amount 
funded coupon bonds to be issued bearing interest at the re- 
duced rate of 5 per cent. from 1st December, 1877, to 1st June, 
1883, and thereafter 6 per cent. If the Receiver should require 
the payment of the first coupon on these bonds, which will fall 
due on 1-t June, 1878, to be postponed for six months, the re- 
construction trustees to be empowered to grant that time. 
VII. The principle of the 2d consolidated and gold converti- 
ble bonds to be represented by new 2d consolidated mortgage 
bonds, bearing interest at 6 per cent. from 1st December, 1879, 
and maturing Ist December, 1969; the funded coupon bonds 
under Clause VI. to mature at the same date, and rank pari 
passu with them. 
VIII. In the case of the 2d consolidated and gold convertible 
bonds it is essential that the bonds themselves with all coupons 
attached (and not the funded coupons alone, as in the case of 
the 1st consolidated bonds) should be forthwith deposited with 
the reconstruction trustees, who will give certificates in ex- 
change pending the conversion into securities of the new com- 


any. 

’ Th. The property of the company to be foreclosed by, or un- 
der the direction of, the reconstruction trustees, who shall use 
such bonds and coupons as shall be deposited with them as 
they may deem advisable for the purpose of buyiag in the rail- 
way after foreclosure. If the railway is bought in after such 
foreclosure, a new company shall be formed to hold and work 
it. Such foreclosure to be obtained under such one or more of 
the existing mortgages as the reconstruction trustees may be 
advised will best carry this scheme into effecc, 

X. Vouchers exchangeable in suitable amounts for bonds to 
be given for fractions for which bonds cannot be given as above. 
The reconstruction trustees may at their discretion sell the 
bonds held against such fractional vouchers, and divide the 
proceeds amoung the holder of the vouchers, 

XI. One-half of the shares of the new company, whether 
preference or ordinary, to be issued in the names of one or 
more sets of trustees, hereinafter called voting truste-s, who 
shall hold the same for the parpose of exercising the voting 
power thereon until a dividend has been paid on the preference 
shares for three consecutive years, certificates being issued 
for the same, which shall entitle the holders to receive from 
the trustees all dividends declared in respect of the shares held 


ip trust. ; 
XI. The votlng trustees or each set of them to be named in 
the first instance by the reconstruction trustees tor the time 


being, and to be empowered to fill up their own vacancies; 
every voting trustee to be a substantial bondholder at the time 
of his appointment, and to resign in the event of his ceasing to 
be such, 

XIII. The shareholders of the present company to be re- 
admitted to shares of equal amounts, preference for preference, 
and ordinary for ordinary, but represented as to one-halt by 
certificates under Clause IL; the preference shares to carry 
dividends at 6 per cent. per annum, payable in currency and 
dependent on the net earnings of the company in each year; 
such re-admission to be conditional on the payment of $3 gold 

er preference share and $6 gold per ordinary share on or be- 
‘ore 1st December, 1876. 

XIV. The shareholders making such payments to receive for 
the amount thereof non-cumulative income bonds, without 
mortgage security, payable in gold on 1st June, 1977, and bear- 
ing interest from ist December, 1879, also payable in gold, at 
6 per cent. per annum, dependent on the net earnings of the 
company in each year. 

XV. Nevertheless, it shall be at the option of any shareholder 
to pay, on or before Ist December, 1876, only $2 gold per pref- 
erence share, or $4 gold per ordinary share; and in that case 
he shall be readmitted to shares as mentioned in Clause XIIL, 
but shall receive no income bonds under Clause XIV. 

XVI. New shares may be issued to the amount of the present 
shares on which there shall be a default in making such pay- 
ments as aforesaid, which may be disposed of for the benefit of 
the new company, or otherwise dealt with as the reconstruc- 
tion trustees may determine, 

XVII. All the above new bonds, under Clauses III., VI., VII., 
and XIV., to be made payable both in London and in New York, 
and to carry voting preven 80 far as the law will allow ; also at 
the option of the holders to be made payable to bearer or to be 
registered in the names of the holders, who, however, if they 
= registration, must pay all stamp duty occasioned 

thereby. 





holders for their acceptance ; 





proper in the judgment and discretion of the reconstruction 
trustees for carrying or facilitating the carrying of this scheme 
into eff-ct, to be paid out of the moneys to * ee under 
this scheme, or otherwise as those trustees may determine, 

XIX. The following shall be the first reconstruction trug- 
tees: 

(a) For the 1st consolidated mortgage and sterling Morgan 
bonds—O, G. Miller, Esq., and H. Rawson, Esa. 

(b) For the 2d consolidated mortgage and convertible gold 
bonds—J. K. Cross, Esq., M. P., and J, Westlake, Esq., Q. C. 

(c) For the poctiomne and ordina shareholders—P, McLa- 
gan, Esq., M. P., and B. Whitworth, Esq., M. P. 

(d) Independent trustees nut representing any special inter- 
est—Sir E. W. Watkin, M. P. (with a casting vote), and T. W, 
Powell, Esq. 

Any vacancy among the independent trustees shall be filled 
up by the continuing reconstruction trustees ; and any vacancy 
in any other of the sets shall be filled up by the continuin 
member of the same set, if any, together with the independen 
trustees. 

XX. This scheme, if found impracticable or difficult of being 
carried out, in any of its parts, may be modified by the recon- 
struction trustees, with the unanimous assent of those of them 
who shall for the time being represent each interest that may 
suffer by the moditication ; But not otherwise, except as to any 
matter which, with the same unanimous consent, may be re- 
ferred to arbitration, in which case the decision of the arbi- 
traturs, or, if more than one, a majority of them, shall be final 
and conclusive. 

XXI. Both in the caxe of the reconstruction trustees, except 
as mentioned in Class XX., and in that of the voting trustees, 
all questions to be decided by the majority at a meeting duly 


summoned, 
KE. W. Watk1n, M. P., W. WErr. 
Chairman. G. Smrrn. 
Crom. Brapon, K.C.8.1. J.C. ConyBEARE. 
J. K. Cross, M. P. A. H. Moncur, 
B. Wuarrwortn, M. P. Pau Rose. 
J. WESTLAKE, Q. C. O. G. MILuEr. 
Henry Rawson. Ropert FiLemMrina. 
P. McLagan, M. P. LAWRENCE Heyworrs. 
J. M. Dova.as. T. W. PowE.u. 
W. LEEmMING. 


General Passenger and Ticket ‘Agents’ Association. 


The regular semi-annual meeting of this association was 
held at the St. Nicholas Hotel, New York, beginning Sept. 8, 
Mr. C. P. Atmore, Louisville & Nashville, presiding, with Mr. 
Samuel Powell, Chicago, Burlington & Quincy, Secretary. The 
usual address was delivered by Mr. 8. F. Pierson, of the Cleve- 
land, Columbus, Cincinnati & Indianapolis, on the progress of 
railroad interests during the last 50 years. At its close Mr. 
Thomas L. Kimball, Union Pacific, was appointed to deliver 
the address at the next meeting. Mr. W. B. Shattuc, Atlantic 
& Great Western, offered resolutions reducing Centennial ex- 
cursion rates to one full fare to New York and return; $1 less 
to Philadelphia only and return. The resolutions were referred 
to a committee of fifteen. 

At the afternoon session the resolutions came up again and, 
after a long debate, were defeated. 

On the second day there was some further discussion as to 
Centennial excursion rates and a further reduction of 10 per 
cent. from all points west of Chicago and St. Louis was agreed 
to. 

The Convention then went into Committee of the Whole for 
the purpose of fixing the winter passenger rates. It was re- 
solved to continue in force the general rules adopted at the 
last meeting as to extra baggage, children’s fare, etc. This 
work was necessarily slow, many small points having to be 
considered and adjustments made. 

The work of adjustin z rates occupied the convention until 
Sept. 11, when a final adjournment was had. The next meet- 
ing will be held in St. Louis, March 9, 1877. 

he convention agreed upon the following Centennial excur- 
sion rates from leading Western points: 

To Philadelphia 

and return by 


To Philadelphia To New York way of New 


From and return. and return. York. 
Cleveland, O............ $13 50 $14 50 $15 50 
Columbus, O........... 18 50 19 50 20 50 
Cincinnati...........++. 22 00 23 00 24 00 
Indianapolis............ 24 00 25 00 26 00 
CN A566s scescscses 25 00 26 00 27 00 
Louisville............-- 8000 31 00 32 00 
Bt. LOwis......cccccccee 34 00 35 00 36 00 


All tickets sold before Oct. 1 are to be good for 60 days, but 
those sold after Oct. 1 will be good only until Nov. 30. 





The Milwaukee Iron Company. 

In view of the embarrassments of this company the directors 
have decided that an early meeting of the creditcrs is 
desirable, and therefore request them to hold such 
meeting at the office of the company in Milwaukee, Wis., Sept. 
20,at9a.m. A stockholders’ meeting will also be held with 
reference to the affairs of the company. 


Qeneral Qailroad lens. 


ELECTIONS AND APPOINTMENTS. 


Harrisburg, Portsmouth, Mount Joy & Lancaster.— At the 
annual meeting in Philadelphia, Sept. 1, the following directors 
were chosen: Thomas A. Scott, George B. Roberts, Josiah Ba- 
con, Wistar Morris, John M. Kennedy, N. P. Shortridge, James 
Magee, James Young, Lewis Elkin. The road is leased to the 
Pennsylvania, being used as part of the main line. 

Baltimore & Drum Point.—Dr. J. A. Stuart and Sprigg Har- 
wood have been chosen directors, in place of James A. Bruce, 
resigned, and Dr. Hall, deceased. 

Central, of New Jersey.—At a meeting of the board held 
Sept. 8, E. 0. Knight and Henry Lewis, both of Philadelphia, 
were chosen directors in place of Charles A. Sherman and John 
Leisenring, resigned. Mr. Knight is President and Mr. Lewis 
a director of the Delaware & Bound Brook Company, and Mr. 
Knight is also a director of the North Pennsylvania, in which 
Mr. Lewis is also interested. 

Newport & Wickford.—At the annual meeting in Newport, B 
L., Sept. 4, the following directors were chosen: J.N. A. Gris- 
wold, John G. Weaver, John T, Bush, Newport; 8. H. Vaughan, 
Wicktord, R. L.; George M. Miller, Charles H. Russell, New 
York. The board re-elected George M. Miller, President; An- 
thony 8. Sherman, Secretary; John T. Busn, Treasurer. : 

Connecticut & Passumosic Rivers.—At the annual meeting 
in Newport, Vt., Sept. 6, the old board was unanimously re- 
elected, as follows: Lucius Robinson, Newport, Vt.; T. P. 4 3 
field, Montpelier, Vt.; Stephen Foster, Stanstead, P. Q.; Al Ww. 
Speare. Newton, Mass.; Emmons Raymond, John E. VOD 

. Blodgett, Gardner C. Brown, Amos Barnes, Boston. i. 
board elected Emmons Raymond President; T. P. Redfie ry 
Vice-President; N. P. Lovering, Treasurer; Elijah Cleveland, 
Secretary; H, E, Folsom, Superintendent, 

Albany & Susquehanna,—At the annua] meeting Sept. 5 ” 
following directors were chosen ; Jos. H, Ramsey, Robert } 








XVIII. The cost of foreclosure and reconstruction, and, so 
far aa the law will allcw, any other amounts necessary or 


Prayn, Wm. L. M. Phelps, Albany, N, Y,; Minard Harder. 
Cobleskill, N, ¥.; John Wes ver, Richmondville, N, ¥. | Jobs 
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Cook, Worcester, N. Y.; Arnold B. Watson, Unadilla, N. Y. ; 
Ira E. Sherman, Sidney Plains, N. Y. ; Coe F. Yo , Hones- 
dale, Pa. ; Thomas Dickson, Scranton, Pa. ; David beck, 
J. Pierpout Morgan, Charles Tracy, New York. The road is 
leased to the Delaware & Hudson Canal Company. 

Peterborough & Hillsborough.—This com) was organized 
at a meeting held in Hillsborough Bridge, N. H., Sept. 4, by 
the election of the following directors : Onslow Stearns, Con- 
cord, N. H.; John C, Campbell, Hillsborough, N. H.; Amos 
Whittemore, Bennington, N. H.; Jonas Livingston, Peterbor- 
ough, N. H.; Morris Christie, Antrim, N. H.; Charles Hey- 
wood, Gardner, Masa. ; James A. Rumrill, Springtield, Mass. 

St. Louis & Southeastern.—_The United States Circuit Court 
has appointed Gen. J. H. Wilson Receiver, in place of J. F. 
Alexander, deceased. General Wilson, who has recently been 
connected with the Gilbert Elevated Railway, was one of the 
builders of the road, is meuey inte: ested in it and was Vice- 
President of the company while its construction was progress- 
ing and afterwards. 

Utah Northern.—At the annual meeting in Logan, Utah, 
Aug. 26, the following directors were chosen: Monoe Salis- 
bury, John W. Young, Wm. B. Preston, M. W. Merrill, Moses 
Thatcher, G. W. Thatcher, Samuel Smith, Lorin Farr, W. H. 
Maughan, Milton D. Hammond, of Utah; Royal M. Bassett, 
Joseph Richardson, George Richardson, Birmingham, Conn. 

Keokuk & Des Moines.—Mr. L. M. Johnson, Engineer and 
Paymaster, has been appointed Acting General Superintendent, 
in pace of George H. Griggs, resigned. 

Illinow Midland.—Mr. Richard J. Rees has been tpeiated 
Receiver, in _— of Mr. George Dole, resigned. Mr. Rees re 
resents the oreign bondholders and is an Englishman himeelf. 

Jeffersonville, Madison & Indianapolis.—Mr. Albert Scott 
has been appointed ‘'rainmaster and will have charge of all 
trainmen on the Main Line and New Albany Branch. 

Indianapolis & Evansville.—This project was recently re- 
organized and the following directors were chosen: Ingram 
Fletcher, T. A. Morris, John Love, J. H. Kappes, Charles D. 
Pearson, J. J. Moon, Samuel Green, A. W. Prather, Howard C, 
Laferce, A. J. Hostetter, John C. Albert, Dr. R. M. Wellman, 
John Gramelapacker, The board elected Charles D. Pearson 
President; A. W. Prather, Secretary; Ingram Fletcher, Trea- 
surer. 

Auropean & North American.—The Receivers of the New 
Brunswick section of the line have appointed Mr. McLeod, late 
Assistant Superintendent of the consolidated road, Superin- 
tendent of the line under their control. 

Bangor & Bucksport.—At the annual meeting in Bangor, 
Me., recently, the following directors were chosen: 8. F. 
Hinks, E. B. Gardner, Alonzo Colby, R. P. Buck, Ambrose 
White, T. H. Swazey, T. N. Egery. The road is leased to the 
European & North American. 

Connecticut Valley.—Mr. Hiram Fowler, who recently retired 
from the position of Superintendent, has been appointed Chief 
Engineer. 

St. Louis & San Francisco.—This company was organized in 
St. Louis, Sept. 11, and the followlng directors were chosen: 
Andrew Pierce, Jr., Lewis Seligman, James D. Fish, J. P. Rob- 
inson, W. H. Coffin, James Baker, Samuel Hays, Clinton B. 
Fisk, W. F. Buckley, Thomas A. Pierce, C. W. Rogers, Henry 
F. Verhuven. Itis organized as successor to the Atlantic & 





* Pacific, whose road was lately sold under foreclosure. 


National Board of Steam Navigation.—This association of 
steamboat owners met in Baltimore Sept. 6. In compliance 
withthe recommendations of the Executive Committee the 
following committees were announced: On Safety in a | up 
Boilers and Tanks with Fresh Water—W. P. Copeland, New 
York; F. W. Nickerson, Boston; Davis Cox, New Jersey. On 
Cheap Transportation and the Collection of Data and Informa- 
tion Relating Thereto—W.C, Smith, Baltimore; A. Grove, Jr., 
Philadelphia; John H. Starin, New York; John E. Raye, Erie: 
J.T. Stockdale, Pittsburgh; B. C. Levi, Louisville; James 8, 
Wise, Cincinnati. On Uniform Bills of Lading—Messrs. Evans, 
of Buffalo; Edmunds, of Philadelphia; E. W. Gould, of St. Louis. 
On Marine Insurance, Uniform Potwces, and Mode of Settle- 
ment—Messrs. Edmunds, of Philadelphia; Sherlock, of Cincin- 
nati; J. I. Whiting, of Detroit. On the Proper Load Line 
the Proper Freeboard of Sail and Steam Vessels—Messrs. Us- 
born, of New York; R. Foster, of Baltimore; R. C. Gray, of Pitts- 
burgh; John Allen, Jr., of Buffalo; 8. H. Parisott. The follow- 
ing officers were elected to serve for the ensuing year: Presi- 
dent, John Allen, Jr., of Buffalo; First Vice-President, Thomas 
Clyde, of Philadelphia; Second Vice-President, R. H. Woolfolk, 
of Louisville; Corresponding Secretary, B. 8. Osborn, of New 
York; Recording Secretary, W. L. James, of Philadelphia; 
Treasurer, Frederick W. Nickerson; Executive Committee, 
©. W. Copeland, New York; 8. R. Kerby, Detroit; J. E. Payne, 
Erie, Pa.; Simpson Horner, Pittsburgh; L. Murray Ferris, Jr., 
New York; Anning Smith, Jersey City; J. B. Coyle, Portland, 
Me.; W. ©. Smith, Baltimore; John N. Bofinger, St. Louis; Mar- 
shall Parks, Norfolk, Va.; Thomas Sherlock, Cincinnati; L. J. 
N, Stark, Vermont; J.T. Whiting, Detroit; I. K. Roberts, New 
Orleans; E. T. Evans, Buffalo. 

Pittsburgh was selected as the place for holding the next an- 
nual session of the board, commencing the first Wednesday in 
September, 1877. 

Galveston, Brazos & Colorado.—The officers of this company 
are as follows: President, C. W. Harley; Vice-President, George 
Flournoy; Secretary, J. Z. H. Scott; Treasurer, C. L. Beissner, 
Jr. The offices are in Galveston, Texas. 

Eastern.—Gen. A. P. Rockwell, of Boston, has been chosen 
President. Gen. Rockwell was formerly a Professor in the 
Massachusetts Institute of Technology, and since the great 

ton fire has been a member of the Fire Commission, and 
latterly President of it. In this position he has taken a leadin 
part in the reorganization of the Boston Fire Department, and, 
it is said, shown marked administrative ability in this work. 
Mr. N. G. Chapin, of Boston, has been appointed ‘Treasurer. 


PERSONAL. 


—Mr. Thomas D. Lovett, Consulting Engineer of the Cincin- 
nati southern Railroad, has tendered his resignation, but it 
has not yet been accepted by the board of trustees. It is un- 
derstood that a majority of the trustees are very anxious to 
have Mr. Lovett continue in office. The cause of his resigna- 
ton is not stated, but is reported to be a difference of opinion 
bp some of the trustees as to the policy pursued with con- 
ractors. 


_—Mr. James N. Winslow, of Portland, Me., will shortly resign 
his position as Manager of the Eastern Express Obepeny, 
which he has held for some years. Mr. Winslow will retain his 
large stock interest in the company, but will devote his time to 
his private business. 

—Mr. William Williams, of Buffalo, died at his residence in 
that city Sept. 10. He was a prominent businers man, and was 
for pear years President of the Buffalo & Erie, and a director 
in the Michigan Southern & Northern Indiana, and for several 
Soe after the consolidation in the Lake Shore & Michigan 

uthern. He was formerly a member of Congress. 

—Mr. Charles Taussig, Sr., Treasurer of the St. Louis, Kan- 
sas\City & Northern tailway Company, was killed on the 
hight of Sept. 5. while passing over the road, the train upon 

h he was having run into a wash-out near Salisbury, Mo. 

—Mr. H. N, Johnson has resigned his position as Superin- 

tendent of the Ohio & Toledo road. 














—The Democrats of the Cleveland district in Ohio have re- 
who is a director 


nominated for Congress Mr. o>. Pa: 


of the Lake Shore & Mic! i 


thern 


formerly connected with the Cleveland, Colum 


& Indianapolis. 


—Mr. H. J. Jewett, President and Receiver of the Erie Rail- | Bos 


Company, arrived from Europe last Sunday, much better 
Baltim: 


, and ‘was 
Cincinnati 


ba pe 
in health than at any time before for more than a year. 


—Mr. Lucius Robinso 
office of Governor of New 








Railroad Earnings. 


the Democratic candidate for the 
ork, was for several 
with the Erie as a director, and was First Vice-President under 
President Watson’s administration. 


TRAFFIC AND EARNINGS. 


Earnings for various periods are reported as follows : 


















































Year ending June 30: 

1875-76, 1874-75. Inc, or Dec, 
Columbus, Chicago & 

Indiana Central... 3,606,004 3,718,809 Dec.. 112,805 

Expenses.......... 3,000,862 4,002,391 Dec.. 1,629 

Net earnings ...... $606,142 $716,418 Dec.. $111,276 

Earnings per mile. 6,212 6,406 Dec.. 194 

Per cent, of exps.. 80.40 80.74 Dec.. 0.34 
Connecticut & Pas- 

sumpsic Rivers... 637,554 706,754 Dec.. 69,200 

Expenses.......... 396,599 482,644 Dec.. 86,045 

Net earnings...... $240,955 $224,110 Inc.. $16,845 

Earnings per mile. 4,397 4,874 Dac.. 477 

Per cent. of exps.. 62,20 68,29 Dec.. 6.09 
Lake Shore & michi- 

gan Southern ..... 14,493,975 15,413,858 Dec.. 919,883 

Expenses.......... 9,629,990 11,035,613 Deo.. 1,605,623 

Net earnings...... $4,963,986 $4,378,246 Inc.. 685,740 

Earniugs per mile. 12,335 13,118 Dec.. ‘Tss 

Per cent. of exps.. 65.75 71.60 Dec.. 5 86 
Pittsburgh, Cin. & 

ey BE s 200 cccecs 3,328,749 

Expenses.......... 2,457 684 

Net earnings...... $871,216 

Earn.ngs per mile. 16,611 

Per cent, of exps.. 73.83 

Right months ending Aug. 31 : 

1876, 1875. Inc. or Dec. 
Atchison, Topeka & 

Santa Fe.. ....... $1,476,205 $840,950 Inc.. $635,255 
Canada Southern.... 1,084,762 726,883 Inc.. 357,879 
Cc o& Alton... . 3,149,643 2,912,371 Inc.. 237,272 
Chicago, Milwaukee 

& St Paul......... 5,215,277 4,865,352 Inc.. 349,925 
Denver & Rio Gra’de. 261,205 236,734 Inc.. 26,471 
Illinois Central ..... 4,625,704 4,816,421 Dec.. 189,717 
Indianapolis, Bloom, 

& Western........ 996,313 792,040 Inc.. 204,273 
Michigan Central... 4,438,883 4,196,197 Inc.. 242,686 
Ohio & Mississippi.. 2,388,313 2,085,991 Inc.. 402,322 
St. Louis, Alton & 

Terre Ha’te—Belle- 

ville Line.... .... 298,723 354,283 Dec.. 55,660 
8t. Louis,[ron Moun- 

tain & Southern., 2,265,273 2,153,147 Inc 112,126 
St. Louis, Kun. City 

& Northern........ 1,972,890 1,637,675 Ine $35,215 
Toledo, Peoria «& 

WARTRW cccccccece 929,502 631,745 Ine 297,757 

Seven months ending July 31 : 

Bur., Cedar Rapids 

& Northern....... $662,483 $705,883 Dec.. $43,400 

Expenses........++ 506, 458,068 Inc.. 44,383 

Net earnings...... $156,032 $247,815 Dec.. $91,783 

Per cent, of exps... 16.45 64.89 Inc.. 11.566 
Cleveland, Mt. Vern. 

& Delaware....... 211,786 240,767 Dec.. 28,981 

Expenses.......... 171,141 188,213 Dec.. 17,072 

Net earnings...... $40,645 $52,554 Dec.. $11,909 

Per cent. of exps.. BU, 78.16 Inc.. 2.64 
Kansas Pacific...... 1,698,079 1,785,126 Dec,.. 187,047 

Expenses.......... ,003, 1,001,988 Inc.. 1,266 

Net earnings...... $594,825 $783,138 Dec.. $188,313 

Per cent, of exps.. 62.78 66.11 Inc.. 6.67 
Missouri, Kansas & 

TEER cccccvcccvesce 1,642,146 1,440,750 Inc.. 201,396 

Expenses.........+ 1,028,533 835,186 Inc.. 193,347 

Net earnings...... $613,613 $605,564 Toc... 8,049 

Per cent, of exps.. 62.64 57.97 Inc.. 4.67 
Mobile & Ohio ...... 950,922 885,456 Inc.. 65,486 
Paducah & Memphis, 119,095 103,904 Inc .. 16,191 

Expenses ........- 83,791 717,975 Inc.. 5,816 

Net earnings...... $35,304 $25,929 Inc.. $9,375 

Per cent. of exps.. 70.35 15.07 Dec.. 4.72 
St. Lous, Iron Mt. & 

Southern ......... 1,976,973 1,869,190 Inc.. 107,783 

Expenses........++ 1,089,669 1,121,539 Dec.. $1,970 

Net earnings...... $887,404 $747,651 Inc.. 139,753 

Per cent. of exps.. 55.16 60.00 Dec,. 4.84 
St. Lows & South- 

easte>rn .....ssse+s 597,079 546,410 Inc.. 50,669 

Expenses.......... 497,849 601,941 Dec.. 4,092 

Net earnings...... $99,230 $44,469 Inc.. $54,761 

Per cent. of exps.. 83.38 91.86 Dec.. 4.48 

Month of July: 

Mobile & Ohio....... $93,912 $102,101 Dec.. $8,189 

Tor., Grey & Bruce.. 25,728 $2,542 Dec.. 6,814 
Month of August: . 

Atchison, Topeka 

Santa Fe. rt e000 $231,549 $151,823 Inc.. $79,726 
Canada Southern.... 148,968 : 104,037 Inc. 44,931 
Chicago & Alton 494,272 411,960 Inc 82,312 
Chi 0, Milwaukee 

& St. Paul........ 569,482 630,516 Dec.. 61,034 
Denver & Rio Gra’de, 

Main Line........ 34,477 32,761 Inc 1,716 
Denver by Gra’de, ome 

Trini xten.... TD accccccccce covcccccescccers 
Dlinois Central...... 595,100 613,446 Dec.. 18,346 
Ind., Bloomington & 

Western wen shesee 138,275 107,108 Ine 91,167 
Michigan Central... 542,772 627,744 Inc 15,028 
Ohio & Mississippi.. 292,898 257,771 Inc. 35,127 
Sarre Ha o Delle 

Terre Ha’ e- 

ville Line.......-- 36,113 40,444 Dec.. 6,331 
St. Louis, Iron Mt. 

& Southern.......- 288,300 283,957 Inc 4,343 
St. Louis,Kansas City 

& Northern ....... 255,688 248,836 Inc. 6,852 
Toledo, Peoria 

‘Warsaw evoeessooce 143,471 113,013 Inc .. 30,458 

First Week in September : 

Chi., Milwaukee & 

St. Paul........+++ $147,000 $156,191 Dec., $9,191 
St. Louis, Kansas City 

& Northern ....... 58,616 57,484 Inc.. 1,132 

Week ending Aug. 18: 

Great Western, of 

Canada. .....+..+++ £13,993 £14,739 Dec.. 2746 

Week ending Aug. 19: 

- £ ~ oe £33,300 £36,100 Dec.. £2,9. 
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.| exports meanwhile 


Petroleum Movement. 





The exports from Jan. 1 to it. 2, at the four leadin, 
are repenved as follows, in gallons "he = cry 
New York o0.4sl 308 96,076,517 108,000,501 ey 
/-semanennenenentin V7" ie yer y eyo 
Philadelphia ......... 42,204,564 97,240,894 967 54,362,829 
SP pir 26,489,104 18,219,821 3,791,645 2.258.448 
Risks 0n 0cicde 160,077,393 186,031,254 165,657,547 149,523,411 


The largest exports of any year,previous to 1873 were 105,000,- 
000 gallons, The total exports of this year are about ay, per 
cent. more than last, and 3% less than in 1874; so that the 
recent very large rise in the price can hardly be attributed to 
the export demand, which nas been nearly stationary of late 
ears. What is most striking in the figures is the increase in 
ltimore and the decrease in New York exports, In 1878 New 
York exported 61 per cent. of the whole; in 1874, 64 per cent.; 
in 1875, 63 per cent.; this year, but 56 percent. Baltimore's 
have been : 1873, 1.5 per cent,; 1874, 2.3 
per cent.; 1875, 11.7 per cent.; 1876, 16.5 per cent. Philadel- 
phia this year reported 134% per cent. more than last, but 20 
per cent. less than in pte and 22 per cent. less than in 1873, 
The production of cru 


e petroleum for July is reported by 
Stowell’s Prtroleum at 768,623 barrels, be an in- 
crease of 40,023 barrels, or 5.5 cent, over June, 6 ship- 
ments from the region of production for July are reported as 
follows : 
ian a RR EE MIE L 112,540 
TO Boston ........00eeeees PTEITIEIITITITILETiTiriiirer ire 16,406 
BP ID 0.00 6.00000000000060000600000000000004:.46) 4k00% 236,062 
st phigbdonces abstbehebhee siemens neceae Seesnnash $2,643 
 eibat snes cnpded-0bkesbebeb bala: - ceadenabiin 305,120 
Pinte badsane vede odds sbeageevuse cee thaeuniandiass 244,137 
ZO CUPAEES 100 POUND. 000 0 0c00s00rsecscccccccecccccesseses 6,161 
ee SP ER onc nccece coececococonsonceceassones 26,062 
Refined from Oil Creek refineries reduced to crude....... eee 151,080 
DOSOFOR UG WARN c's 06 00:00 66 s00000008000000000000000000 101,826 
DUO co vn00sd 46000060 5t0ncccens6esss corcceendecesesescncse 1,228,650 
Lhe shipments of refined oil trom Pittsburgh in July were: 
Barrels. 
Te Philadelphia and local pointe by Pennsylva:ia Railroad,. 61,607 
To Baltimore by Baltimore & Ohio Railroad................. 31,429 
To Richmond by Ohio River and Chesapeake & Ohio Rail- 
GENE scvscrceccnsevccccse es ‘coscocncodeeveeuscecccooeeecas 24,568 
TD 0 cntedes0n000089000ts enctens éehnecnnetoreasesoeacaan 113,209 


The Pennsylvania thus had 45.5 per cent. of all the ship- 
ments, the Baltimore & Uhio, 33 per cent., and the Chesapeake 
& Ohio, 21.5 per cent. 


Provision Exports. 

The exporvs of pork, lard and bacon from this country from 
Nov. 1, 1875, to Sept. 2, 1876, have been 267,106 tons, against 
211,538 tons for the corresponding ten months last year, the in- 
crease being 55,573 tons, or 264% per cent. 

Ooal Movement. 


ots tonnages are reported as follows for the week ending 
pt. 2: 


1876, 1875. Inc.or Dec, P.c, 

Anthracite. .....ccesececeedecees 286,194 661,938 Dec. .275,814 49.1 

Semi-bituminous, Broad es cto §=$O BBR civocce 6 TTT Ty eee 

a Clearfield..... 23,601 14,856 Inc 6,145 280 

sd ae Cumberland,. 45,151 50,630 Dec., 65,379 10.7 

Bituminous, Barclay............ 1, 8,960 Dec 1,826 14.7 
“ Allegheny Region.. 4,066 


“ Pittsburgh Region. | 43,967 Dec.. 8,103 16.4 


The anthracite trade is still ina very unsettled condition. 
There have been one or two local strikes in consequence of the 
eneral reduction in miners’ wages, but no general movement. 
*rices are not by any means fix 
Receipts of coal at Cleveland, O., by canal for the eight 
months ending Sept. 2 were 72,731 tons. Shipments of all kinds 
of coal by lake for the eight months were 172,983 t. ns, of which 
49,880 tons went to Canadian ports, 
During the eight months ending Aug. 26 the Pittsburgh 





Division of the Baltimore & Ohio delivered to the Main Line at 
Cumberland, Md., 115,438 tons of coal, of which 68,050 tons was 
gee eoet, 31,458 tons Keystone Company's, and 15,930 tons Elk 

ck. 
Lumber Traffic. J 

Lumber r pts and ship ts at Chicago from Jan. 1 to 
Aug. 30 were, in feet: 

1876. 1875, Decrease. Po. 

PEE 0 6600nb000c008 609,347 678 699,519,502 90,171,914 29 
Shipments .........+++. $31,729,083 968,977,053 87,247,970 10.1 


: gamed 8% per cent. of the receipts were by rail, the rest by 
ake. 


Lake and Oanal Freights. 


Grain from Chicago to Buffalo has been carried at rising 
rates from 2% to 24% cents per bushel for corn and 8% for 
wheat. Telegrams say that 2% was asked for corn Tuesday 
last. Canal rates are about the same, quoted Tuesday ut 6 
— from Buffalo to New York for wheat, 5% for corn and 8% 
‘or cata, 

On the 7th the rates for elevation and storage at Buffalo 
were raised to % cent per bushel on grain for elevating and 
five days’ storage. This probably is due to the higher lake 


rates. 
Lake & Oanal Freights. 

The Buffalo Commercial Advertiser says: 
improvement in the condition of tra rtation affairs during 
the month of August. The amount of grainin the West to 
come forward was large, but there was scarcely any demand 
for it. Consequently shippers would not forward their property 
unless they could do it for almost nothing. This, and the con- 
tinued competition of the railways, on ruinous terms, had the 
effect to keep rates at very low tigures. The following state- 
ment shows the average freight on wheat and corn from 
Chicago to Buffalo by lake, and the average on the same cereals 
from this port to New York, by canal, for the month of August 


“There was no 


in the years named : 
——-LAKE.—-— ——CANAL.—— 
Wheat. ro Wheat, Corn, 
Years cenis. cents cents. cents. 
BOOT, co cccccccccccvccccccccecccces 6.5 41 137 13.3 
| PYMEMEETTTITILITTIT TT TTT 1.8 6.6 14,1 11.6 
BBOD. cccccccscccvcvccccccvecoocece 50 4.8 440 120 
BOO. 000 cccces ce sccceccecocccecees 5.0 4.7 94 9.2 
WBA  cocccccccvccccccccceseovceces 6.2 5.7 11.6 10.8 
BBTB. coccccccccccccsces eevccccece 9.6 8.8 12.0 110 
BRR ncccccceccevccvccecccecceccse 6.5 5.6 10.6 9.6 
1ST, noc cccccecccccvcccvcvvccceves $1 21 9.0 6.0 
BIT. 000 000sccccte cdcesecsocccbers 2.6 21 61 13 
BBG. coc ccccccecccce. cocccccvecese 2.2 1.8 6.8 6.3 


* August is always a dull month; but it has been worse this 
season than ever before. The movement of wheat has been 
light and that of corn not very heavy; while several iron-ore 
barges are in the grain trade, thus increasing the excess of ton- 
nage. The month opened with the rate on corn at 1.5 cents, 
and that on wheat at about 2 cents. There was no change 
until the 22d. Then the offerings of corn increased and rates 
advanced to 2,25 and 2.50, closing at the Jatter figure. By canal 
about the same condition ot business was witnessed. The 
openingr ate on wheat was 5% cents, which is the lowest freight 
that wheat was ever transported for from Buffalo to New York. 
But n the last ten days of the month prices increased under 





the nfluence of heavy shipments from Chicago. At the close, 
6% cents was the figure. 
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“ Carriers by water bave found it absolutely necessary to re- 
duce their ph Bon to these nominal es, in order to secure 
any of the shi If they had not, the property 
would have so wy J 3. The a me = Ww \° 

t see Lapa placing the cy as low 
os possible. Out of this 5% cents which the boatman receives, 
a 


h t to the trifle over 2 cents a bushel toll, 
ettag ee loos than ah cents for the labor and risk of trans- 
portang the property 500 miles. Even this low toll is out of all 
proportion to the freight.” 


pe rbirepnen 9-7 ts of grain of all kinds for th k 
Receipts en t) or the wee 
ending Rept. 2, ane reported as follows, in bushels : 

1875, Inc. or Dec. P.c 


6. 
porte’ receipts.... 4, 4,596,678 Inc.. 236,802 6.1 
lake rts’ vem ol Sort seo 4,631,793 Dec, .1,360,244 29.4 
Atlantic ports’ receipts. 3,871,266 4,145,143 Dec.. 173,877 186 
Of the lake ports’ receipts, 48 cent. (the largest for 
some time) was by rail thi. year, ann 1875, and 42% in 1874. 
The receipts at lake rts, compared with previous weeks, show 
a decided increase, but in the shipments of these ports there 

was a considerable decrease, 
For the eight months, from Jan. 1 to Sept. 2, receipts and 

shipments have been : 


1876. » wa poeeetee, P.c, 

rte’ receipta ........--106,313,87 052, 16,261, 18.0 

Lake aeets’ shipments selene .- 95,247,917 73,182,444 22,065,473 30.1 
Atlantic ports’ receipts ...... 106,357,508 79,699,086 26,658,422 33.3 


For the same period for four years these receipts and ship- 
ments have been: 
rir 062,109 119,968,500 107,614 64 
¢ ipts...106,313,878 90,052, 968 514, 
Lake Ports’ bane 95,247,917 13,182,444 90,924,441 87,098,036 
Atlantic ports’ receipts 106,357,508 79,699,086 96,478,868 94,043,765 
Thus not only is there a very large increase in the grain 
movement compared with 1875, but also an increase, except in 
receipts at lake ports, over the heretofore unparalleled year of 
1874, 
Oregon wheat and flour exports for the crop year ending with 


follows: 
ere 1875-76. —* Py wy? pas. P.c. 
Flour, barrels..... seeees 89,200 121,7 ++ 88, 80.1 
Wheat, bushels ........-2,830,333 2,165,500 Inc. . 664,833 80.7 


Total, bushels ........3,231,733 2,740,150 =Inc.,491,583 17.9 

Nearly all of this went to Great Britain, The last year’s 
wheat exports were the est ever made. 

The grain carriage over the Toledo, Wabash & Western during 
August is reported to have been the heaviest ever known in the 
history of the road, an average of 200 car-loads of grain being 
received daily at the elevators in Toledo. The total number of 
cars during the month was 5,600, measuring about 34 miles in 
length, and bringing 2,100,000 bushels of grain, vaiued at $1,- 
008,000, 

Chicago receipts and shipments for the week ending Sept. 9, 
were; 





1876. 1875, Inc.or Dec. P.c. 
Receipts....+.+sesee++ 2,226, 1,768,360 Inc., 458,377 26.0 
Shipments........ ... 2,414,647 2,109,769 Dec. 304,878 14.6 


the above receipts are smaller than those of the 
muminiins weeks, but the shipments are the largest for two 
months, 


ag ang yon yy to and including Sept. 6 
; th ning of the season up to and inclu ept. 
ous ware shipped thse h Wilmington, Del., on the A ag 
Itnilroad 2,004 car-loads of peaches. The season’s business is 
now nearly over, The shipments have been only about one- 

third of last year’s. 





OLD AND NEW ROADS. 
Central, of Georgia. 


company has lately put on a fast express train to run 
nae A <4 and prom Mae § without the Sones at Macon 
which iw made on most of the trains, The train also carries a 
through sleeping coach, It mukes the run of 293 miles in 13 
hours, an average — of 224% miles per hour, including stops. 
Yhis is not very fast when ey with the time of the late 
fast mail trains between New York and Chicago, but it is mucn 
above the average on Southern roads, and it must be remem- 
bered that it is made with wood-burning engines, necessitating 
stops for wood which are avoided with coal burners. 


Des Moines, Indianola & Misseari. eee 

ure suits are now in progress against this compan. 
atante Moines, Winterset pnw uthwestern in the Unite 
States Circuit Court at Des Moines, Ia. The roads are both 
leased to the Chicago, Rock Island & Pacific, forming its 
somerset and Winterset branches. The leases, if statements 
made are correct, have been lately transferred to the Iowa 
Southern & Missouri Northern Company, lately organized. 


Connecticut & Passumpsic Rivers. 
A statement of the results of the year ending June 30 was 
made at the recent annual meeting, as follows: 





Gross earnings ($4,397 per mile)......... Cooveisoccocevocce $637,553 87 
Expenses (62.20 per COBB prccccccccccccescccccccescsccccce: 396,599 32 
Net earnings ($1,662 per mile)..... ier eee ence eouane + $240,954 55 
Add interest received..... seseeegeceee sescceceeseseseees 10,160 00 

Tote] INCOME, 0. ccccccccvcceressesesecssersesens $261,104 55 
Interest on funded and floating debt...... ....++eeeee++- 199,715 08 

Net balance...... cecccccccccecs socccccces covcvece SLL1,389 47 


hich has been applied to reduction of the floating 
PR a i tae that eeotber year this floating debt 
will be practically extinguished and that the payment of divi- 
dends can be resumed, 


Eastern. 

The statement made on pase 399 last week with regard to 
the bonds of the Essex Railroad, leased by the Eastern, (taken 
trom a Boston paper) wasin some respects erroneous. The 
bonds are aah te becachanges for bonds of the new general 
mortgage (which are worth 41 or 42 in the market); as they are 
a first ‘fen on 20 (not 17%) miles of road between Salem and 
Lawrence, so situated that it can be worked to advantage by 
the Boston & Maine and Boston & Lowell as well as by the 
Eastern. The debt is but $10,000 per mile, and the value of 
the road mortgaged gives it ample security. Arrangements 
are bein; poo or an extension of the mortgage, which many 
holders have already agreed to. 


Atlantic & Pacific. 

According to announcement the sale of this road under fore- 
closure of mortgage took place in St. Louis, S-pt. 8. The sale 
meluded the miles of road from Pacific, Mo., 37 miles west 
of St. Louis, southwest to Seneca, on the boundary line be- 
tween Missouri and the Indian Lene yg with all the equi 
ment and appurtenances of the road. e land grant was sold 
as B sopatate parcel. The foreclosure was of the second mort- 
gage and the sale was made subject to the first mortgage exe- 
cuted by the South Company, under which bonds to 
the amount of $7,197,500 are outstanding, also to certain 
claims either upon by the Court or now in litigation, to 
meet which the purchasers are required to deposit part of the 

urchase money with the Court. The road was sold to N. F 
Buckley for ,000, and the Jand grant to the same party for 





$50,000. Mr. Buckley represents the party which has hereto- 
fore controlled the road, 

The purchasers met in St. Louis, Sept. 11, and organized a 
new company under the name of the St. Louis & San Francisco 
Railroad’Company. The new organization was made under 
the plan already agreed upon and published in the Railroad 
Gazette on page 387 ot the current volume. Under it the com- 
pony will issue, in addition to the $7,197,000 outstanding bonds, 

700,000 new mortgage bonds ; $4,500,000 first preferred stock; 
$10,000,000 second preferred stock, and $9,500,000 common 
stock, making a total of $12,897,000 bonds and $24,000,000 stock. 
The board of directors of the new company is substantially the 
same as that of the vid one, 

The sale did not include the 28 miles of the road in the In- 
dian ‘Territory, from Seneca to Vinita, known as the Central 
Division, which is covered by a separate mortgage for 
$1,190,000. It is understood, however, that the new company 
has arranged for the use of this section of the line with the 
holders of the bonds. It is reported that the new company 
will make arrangements to extend the road from Pacific to St. 
Louis, a distance of 37 miles, where its trains now use the Mis- 
souri-Pacific track—a useless expense unless the latter com- 
paniy obstinately refuses fair terms. 


Pacific, of Missouri. 

The sale of this road took place im St. Louis, Sept. 6, under a 
d-cree of foreclosure of the third mortgage granted by the 
United States Circuit Court, The sale was made subject to 
the liens prior to the third mortgage, amounting to $11,000,000; 
to a claim of St. Louis County for $700,000, and to some small 
claims now in litigation. It included the Main Line from St. 
Louis to Kansas City, 283 miles, with a branch from Kirkwood 
to Carondelet, 154% miles, with all the equipment and appur- 
tenances of the road, 

Three bidders appeeees at the sale, Mr. D. R. Mangum, of 
St. Louis, Mr. C. K. Garrison and Mr. Andrew Pierce, Jr., of 
New York. There was some competition in the bidding, and 
the property was finally solu to Mr. Andrew Pierce, Jr., tor 
$3,000,000. r. Pierce represents the party which controls the 
Atlantic & Pacitic, and it was supposed that the purchase indi- 
cated a consolidation of the two roads, A few days later, how- 
ever, it was announced that Mr, Pierce had transferred his 
purchase to Mr, C. K, Garrison, who would take the road and 
prongenins it, making it entirely independent of the Atlantic & 
Pucific, The amount of the third-mortgage bonds is $4,000,000 
and of these it is said that Mr, Garrison holds $1,800,000, and 
the Atlantic & Pacific party most of the rest. 
_ Mr. Garrison is said to have announced that the reorganiza- 
tion will include the issue of stock for the third-mortgage 
bonds and probably the St. Louis County claim and the issue 
of $800,000 new stock, the proc eds of which are to be used in 
improvements of the road and equipment. It1s said that a 
majority of the new directors will be St, Louis men. No state- 
ment ismade as to what action will be taken on the various 
leases held by the company, but it is probable that most of 
them will be continued. 


Chicago, Rock Island & Pacific. 
The strike of the firemen on this road is at an end, the com- 
pany having agreed to employ the wipers in the round-houses 
- and to retain most of the strikers in its employ. Some 
of the more violent of the strikers on the Southwestern Divi- 
sion were arrested, and will probably not be taken back. The 
firemen claimed that to be obliged to clean up their engines at 
the end of a run imposed an unfair amount of labor upon them, 
which is not required upon any other road. 


Oentral, of New Jersey. 

At a recent meeting of the board a change of some import- 
ance was made, two of the directors, Messrs. Leisenring, of 
Mauch Chunk, and Sherman, of New York, resigned, and their 
places were filled by E. C, Knight and Henry Lewis, of Phila- 
delphia. Botu the new directors are wealthy men and both are 
largely interested in the North Pennsylvania and the Dela- 
ware & Bound Brook, Mr, Knight being a director of the former 
and President of the latter, and Mr, Lewis a director of the 
latter company. It is said that these gentlemen and the in- 
terest which they represent have agreed to advance a large 
sum to assist in relieving the company from its present embar- 
Trassments, 

The company has published a statement of its present con- 
dition, in consequence of the recent rapid decline in its securi- 
ties and the many rumors circulating as to its financial 
troubles. The liabilities of the company, beyond the capital 
stock ($20,600,000) , are set forth as follows: 

i TiRveans chee pceghebensnineeee #06sesnerens $5,000,000 

















dovecedshiiabhesceesessnes 4,400,000 
Consolidated mortgage bonds..........c.ccccccccecccceee 14,150,000 
EE IAs cine d6h'scesdvabbaddidesscnaisences 600,000 
Lehigh Coal & Navigation Co., equipment loan, assumed. 2,310 000) 
Railroad Car Trust of Philadelphia, assumed............. 263,000 
ON BI i iiaia'a i: bin 0.6.0 600065.053%0600 Kaneidcd $26,723,000 
Floating debt, interest accrued but not due... $366,000 
“ * accounts payable............. ° 41,000 
—- 1,307,000 
Total direct liability of company.............. ...+ $28,030,000 
Contingent liability, American Dock & Im- 
provement Uo.’s bonds endorsed............ $3,000,000 
Leuigh & Wilkesbarre Cval Co.’s bonds guar- 
SAM Ac a0 dss Gods <habeedsssuaccbtectis 15,000,000 
——= 18,000,000 
MONK 5066000086956 b000berceds-o0 ccadbbbaeieree eeasasnds $46,030,000 


Of the Lehigh & Wilkesbarre bonds $5,000,000 are owned by 
the Central. ‘he annual interest liability, excluding the Le- 
high & Wilkesbarre bonds, is stated at $2,146,110 

ihe receipts for the first eight months of the present year 
(partly estimated) and those for the full years 1874 and 1875 
were as follows : 








1876 (8 mos.) 1875. 1874. 
Passengers... 6... sseees $1,104,000 00 $1,498,118 70 $1,513,983 30 
Merchandise...... ...... 802,000 00 1,287,119 68 1,594,500 33 
Goel. ccocnccceccccccccecs 2,345,000 00 4,446,131 76 5,363,677 57 
Miscellaneous........... 105,000 00 180,266 59 17,469 62 
DOOM ci cccceccveccece $4,356,00u 00 $7,411,636 73 $4,689,630 82 
EXpenses......-eseeeeees 2,564,000 Ou 4,128,727 10 4,140,601 18 
Net earnings... ..... $1,792,000 00 $3,282,909 63 $4,449,029 64 


Compared with the first eight months of 1875 there is an in- 
crease this year of $452,000 in gross and of $484,000 in net earn- 
ings. The psa of the coal business of last year, how- 
ever, was done in the closing months of the year. The pas- 
senger business this year has been the largest ever carried, 
though freight and coal have been very dull. ‘The Long Branch 
senger business hax been very good, and it is believed that 
hat line will take care of itself. ‘The rental paid for this road, 
on which there is no mortgage, is 7 per cent. on the stock, of 
which $480,000 is hela by why other than the Central Com- 
pany, the rental being thus $33,600 per year. Other rentals 
paid are for the South Branch road $26,298, being 6 per cent. 
on the stock; for the Lehigh & Susquehanna road two- 
thirds of the gros receipts, and for the Lehigh and 
Delaware Division canals $382,168 per year. This canal lease 
has this year entailed a loss of $117,000 ‘The High Bridge and 
Longwood Valley roads, recentiy completed, have no mortgage 
upon them, and all the stock, representing the actual cost of 
construction, is owned by the Central Company. The Central al- 
80 owns all the stock ($3,000,000) of the American Dock & Im- 





. | provement Company, on whose $3,000,000 bondsit pays interest 


and to which it has also advanced $400,000, This company 


owns the extensive docks and water front property adjacent to 
the Central terminus in Jersey City. 

The main embarrassments of the company, however, appear 
to arise from its connection with the high & Wilkesbarre 
Coal Company. This company uwns 35,270 acres of land, 15,. 
270 acres of which are coal lands, and it leases 11,975 acres, of 
which 9,500 are coal lands, thus controlling pe 24,770 
acres of coal lands, on which are 37 slopes and 13 shafts, sup- 
plying 29 breakers, the total productive capacity of these 
works being 4,000,000 tons per annum. This property, with 


= boats and other property owned, is represen’ as fol- 

ows: 

NEDNE, cb cindincgdésicdcscévecscccesibseessebbune ds $8,700,000 00 

Bonds, including bonds assumed.......... ..sseeseesee 14,465,109 66 

Bills and accounts payable..........6- — seeeceecesees 6,606,009 75 
Mass 06 ceccnccses cecgpeencesoe ss shbkdesasenn $29,770,119 41 


To meet this the company has only $92,618.30 in cash, $1,- 
686,814.10 in bills and accounts payable, and coal on hand of the 
estimated value of $1,019,448.03. Since its organization the 
total loss of the company on the business done has been $1,- 
253,971.58. The Central Railroad Company owns $5,790,000 of 
the stock and $4,783,000 of the bonds. It has endorsed all the 
bonds, is also endorser of about $2,000,000 of the bills payable 
and has loaned a large part of the bonds held by it to be u 
as collateral for other portions of the floating debt. It is chief 
ly these liabilities which are now pressing upon the Central. 

In order to relieve itself from these embarrassments the Cen- 
tral Company has executed a new mortgage for $5,000,000 cov- 
ering all its property, subject to yay Se and also has 
hypothecated as security $1,500,000 New York & Long Branch 
stock; $800,000 High Bridge stock; $200,000 Longwood Valley 
stock; $3,000,000 American Dock & Improvement Company 
stock, and $6 600,000 Lehigh & Wilkesbarre Coal stock, these 
stocks to be placed in the possession of the trustees under the 
new mortgage. By the sale of the new bonds the company ex- 
pects to be able to meet its liabilities. 

The showing is not a very encouraging one for stockholders, 
as it is evident that, unless there should bea very great and 
altogether unlikely increase in the next three months, the net 
earnings this year will hardly be sufficient to meet the interest 
liabilities and rentals. Next year some $350,000 will be added 
to the interest to be paid, provided the new bonds are sold. 

‘Lhe stock of the company which a few months ago was selling 
in New York at about 110 was lately down as low as 25. There 
has been a slight reaction, however, and at latest accounts 
Sept. 13, it was quoted at 2844 bid. Although much speculated 
in, a large proportion of the stock has been held for invest- 
ment, and the suspension of dividends will be a very serious 
loss to many of the holders. 


Western Union Telegraph. 


The following statement is made for the quarter ending 
Sept, 30: 














Surplus July 1.........seeceeeeees $8,063 51 
Estimated net profits.............. 796,592 65 
Wicks cccnnbescccccevecesese $804,656 16 
Inte rest and sinking funds J 
Southern & Atlantic stock purchases... 32,277 
——-— 139,277 00 
PO Re ccd: ccdccaccdtndssds.coceteceacvcconsnoosdios $665,379 16 
Amount required for dividend...........ccsescccscseccces 506,835 00 
NEG, c0nnc ceneacocsencvesconqevesenencceeneoeeses $168,544 16 


A dividend of 14 per cent. for the quarter has been declared 
accordingly. 

A New Pacific Freight Line. 

Chicago papers give currency to a report that the Union Pa- 
cific, the Chicago & Northwestern and the Baltimore & Ohio 
have formed a combination and have made arrangements to 
turn all through freight to and from the Pacific Coast over the 
line formed by the roads of the three companies. All of which 
is hardly possible ani very far from probable, though it is quite 

robable the arrangements have been made for through traftic 
Cetween Baltimore and San Francisc.. 


A Missouri River Pool. | 

A telegram from St. Louis says that a meeting of railroad 
managers assembled there Sept. 12. The business was not 
completed at latest accounts, but had progressed far enough to 
warrant the statement that an arrangement would be com- 

leted for division of business and pooling of earnings on all 
Fraftic from Chicago and St. Louis to Missouri River points. 
The roads represented were the Chicago, Rock Island & Pacifi , 
the Chicago, Burlington & Quincy, the Chicago & Alton, tLe 
Hannibal & St. Joseph, the Missouri Pacific, the Atlantic & P: - 
cific, the St. Louis, Kansas City & Northern, the Missouri, Kan- 
sas & Texas and the Kansas City, St. Joseph & Council Blufis. 
The agreement also is to include a clause providing that none 
of the roads in the pool shall carry for Eastern roads at less 
rates than those charged to shippers. 


Indianapolis, Cincinnati & Lafayette. 

Since the appointment of the Receiver the employes of the 
road have received pay for three months, and itis expected 
that the remainder of the back pay due them will be paid before 
the end of September. 


Gilman, Olnton & Springfield. 

The report that thi« road was to be sold or leased to the Illi- 
nois Central is contradicted. It is stated that there have been 
no negotiations for such transfer. 


inois Tax Cases. 

The, Titinots 1 as to whether the Indianapolis & St. Louis Com- 

pany became an Illinois corporation by its acceptance of the 

act of the Illinois Legislature authorizing it to lease the St. 

Louis, Alton & Terre Haute road, was argued before the United 

States Cigcuit Court at Springfield, Ill., Sept. 7, by the Attorney 

General for the State and Mr. 8. W. Hanna for the company. 

The Court reserved its decision. 

Dividend have been declared by the following companies: 
New York Central & Hudson River, 2 per cent., quarterly, 
ayable Oct. 16. The transfer books will be closed from Sept. 
5 to Oct. 20, 

Union Pacific, 2 per cent., quarterly, payable Oct. 2, Trans- 
fer books will be closed from Sept. 20 to Oct. 5. : 

Lehigh Valley, 2 per cent., quarterly, payable Oct. 16, This 
is a reduction, the usual quarterly dividend being 2% per cent. 

Western Union Telegraph, 14% per cent., quarterly, payable 
Oct. 16. 


ific. ; 
Bonthern Pacific, of the Southen Pacific whose connection 
was noted last week are known as the Los Angeles and Tulare 
divisions, both of which are separated, even now, from the 
main-stem portion lying next to San Francisco, but which _ 
in roundabout connection by making use of the great south- 
ern arm of the Central Pacific. The Tulare Division has been 
operated while it was still a detached fragment as a continua- 
tion of the San Joaquin Branch of the Central Pacific, under a 
lease. It is probable that the whole line south of Goshen wi 
now be operated independently by the Southern Pacific Com- 


any. 

7 The new line thus brought into operation is by far oes mes 
important of any belonging to the railroad a finish a es 
year. The total distance between San Francisco an — 
‘Angeles, from the best data at hand, is 485 miles, of whic = 
portion between San francisco and Goshen, 228 miles, he “lise 
the lines of the Central Pacific, leaving 257 miles as the % 
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tance between Goshen and Los Angeles. There are besides 
129 miles oe east of Los Angeles to Indian Wells, 
making 614 miles of continuous road southeast from San Fran- 
‘isco now in operation, or fully one-third of the distance 
between the former city and the lines from Galveston on the 


Reckoning the whole line of the Southern Pacific in Califor- 
nia there are now completed as follows : 


NORTHERN DIVISION. Miles. 
gan Francisco to Soledad.........sssseesecesesseecceees eoeece 143 
Carnadero to Tres Pin0s........+.e00 -+- seesece covcecceece 18 ~~ 


TULARE AND LO8 ANGELES DIVISION. 


hen to Los ANgeles.........eeeeeeeceececes 257 
Eo Angeles to Indian Welis..........0002000- m9} Main Line.386 
Los Angeles to Anaheim, San Diego Branch.... .. oeeereeooger 25 
os Wilmington, San Pedro Branch..........++- eee 21 oa 
Total Main Line and Branches.......... eeanasssevdecdioses 593 


Of course the new connection opens through business to 
southern California, and | pecsonaee or freight can be sent back 
and forth nearly to the Mexican boundary continuously. The 
traffic to and from San Francisco has long been sufficient to 
employ a line of fast stages and two lines of cones. 
Sleeping cars will at once be put on between Lathrop and 
Angeles, making the trip in twenty hours. There remains to 
be completed of the main line 110 miles between Indian Wells 
and Fort Yuma. This the company will be able to construct 
this winter with their abundant force, as it is over a nearly 
level country. Stage lines connect at Indian Wells for Prescott 
and Tucson in Arizona. Whether the road will actually cross 
the Colorado River at Fort Yuma into Arizona, and so be built 
on across toward Texas depends, as we understand it, upon the 
determination of Congress during the coming session—unless 
the parties controlling the Eastern and Western companies 
should get together and agree to co-operate as they probably 
will after Congress has disposed of the subsidy endowment one 
way or the other. : 2 

It is reported that a branch is to be built from the most con- 
venient point of the coast line of this road through Corralitos 
to San Luis Obispo. ; 

Articles of incorporation have been filed of a company which 

es to build a line from a point in San Luis Obispo 
jounty, Cal., southeast through Santa Barbara to a point in 
Los Angeles County. This movement, it is said, is in the in- 
terest of the Southern Pacific. 


Qolumbus & Toledo. 

The work of tracklaying on this.road has lately been some- 
what delayed by wet weather, but the gaps between Delaware 
and Columbus and Upper Sandusky and Marion have been 
filled, so that there is now a continuous line of track from 
Columbus, O., north by west to Fostoria, about 91. miles. The 
crossings of the Baltimore & Ohio, the Lake Erie & Louisville 
and the Mansfield, Cold Water & Lake Michigan at Fostoria were 
put in last week. A number of men are now employed puttin 
up the depots at various points on the line. Several are al- 
ready completed. A contract has been let for the construction 
of a telegraph line for the whole distance from Columbus to 
Toledo. This line will be the property of the railroad, but 
will probably be operated in connection with the Western Union 
lines. 


Duxbury & Oohasset. 

The town meetings held in the various towns owning stock 
in this company last week voted to — the proposals made to 
buy the stock held by the towns. e proposal for a branch 
orextension from Kingston, Mass., to Middleboro is to be 
pushed and several meetings in its favor were to be held this 
week, 


Gulf, Colorado & Santa Fe. 

The grading of this road is now completed to a point 30 miles 
westward from Galveston, Tex., and the track is laid for 25 
miles. Iron for five miles more is on the wey, and work is to be 
continued steadily until the crossing of the Galveston, Harris- 
burg & San Antonio road is reached. The company now has a 
locomotive and construction train of its own in use. 


Herkimer & Newport. 

Ata meeting of the persons interested in this line held in 
Herkimer, N. Y., Sept. 6, Mr. F. W. Spencer reported that he 
had completed a preliminary survey. e distance from Herki- 
mer, N. Y., north to Newport 1s 124% miles, the line easy to 
build and the grades favorable; four bridges will be required 
over West Canada Creek. The parties represented by Mr. 
Spencer offer to build the road, the estima cost of which is 
$147,000, provided the people along the line will give them a 
bonus of $57,000 and the right of way. Arrangements were 
made to organize a company and to obtain subscriptions. 


Qarbondale & Shawneetown. 

There is talk of building an extension of this road from its 
ponent terminus at Marion, Ill., east by north to Eldorado on 
he Shawneetown Branch of the St. Louis & Southeastern, a 
distance of about 30 miles. 


Cheshire. 


A general reduction of all salaries and wages will be made 
Oct, 1. The amount of the reduction will probably be 10 per 
cent. 


Indianapolis, Peru & Ohicago. 
Much of the water along the line of this road is very bad, 
and its use has caused a good deal of trouble with the com- 
ny’s engines. A careful examination was made of water 
mall the sources along the road some time ago, and the 
company has recently, at considerable 6 8e, uilt # num- 
ber : _— ae stations at points where the best water could 
obtained. 


Galveston, Harrisburg & San Antonio. 

The track is now laid to the Guadalupe River, five miles be- 
= the last point noted and 183 miles westward from Harris- 

g, Tex. ains began torun to the new terminus Sept. 1. 

Most of the grading on the 30 miles between the Guadalupe 
and San Antonio is finished, the bridges are being put up 
and the iron for the track continues to arrive. The la of 
the track will proceed steadily unless there is some delay 
the non-completion of the bridges. 
Deer Oreek. 

The people of Sharkey County, Mies., have voted to issue 
$60,000 county bonds in aid of this road. The bonds are not to 

delivered until the road is complete from the Yazoo River 
to Rolling Fork, about $1 miles. Aid is expected from Vicks- 
burg for the 12 miles from that city to the Yazoo River. 


Indianapolis & Evansville Mineral. 

is company has recently been reorganized and an entire 
new board of directors chosen. It was resolved to build the 
Projected line of 3 ft. gauge and to make an effort to secure 
subscriptions and begin work at once. It is to run from In- 
Manapolis southwest to Evansville, about 150 miles, and is ex- 
pects to furnish an outlet to considerable deposits of coal, 
ron ore, stone and kaolin, besides an extensive lumber 
district. 
Union Pacific, 

Chicago Engineering News says: ‘The old wooden 
bridge over Dale Oreck gorge, on the Union Pacific Railroad, 
has recently been replaced by an iron trestle under the direc. 


tion of William Cliburne, Assistant Engineer Union Pacific. 
The gorge is => oe and 500 ft. wide, and the iron truss 
bridge is of 18 spans, 40 ft. in length, supported on iron col- 
umns 111 ft. high. The iron work has been erected in less 
than seven weeks and without the detention of a single train. 
The wooden trestle was by no means in a dangerous condition, 
the risk from fire being the cause of removal. We believe the 
— — was constructed by the American Bridge Company 
t) 8 city.” 


Branch. 


‘is road was formally opened for traffic 2a 8, and trains 
are now running re; ny ores it. It extends from the Inter- 
— at Peti iac, N. B., southward about 15 miles to 


Jacksonville, Pensacola & Mobile. 

Gov. Stearns, of Florida, gives notice that that State will 
offer this road for sale at Talla , Dec. 4. The road, prcp- 
erty and franchises will be sold subject to a vendor’s lien held 
by the trustees of the Internal Improvement fund of the State 
for the unpaid purchase money due for the road. 


Tilinois Midland. 


The ar County oe) Circuit Court has accepted the resig- 

nation ot Mr. George Dole as Receiver and has appointed in his 
lace Mr. Richard J. Rees. Mr. Rees took possession Sept. 1. 
t is understood that he represents the English bondholders. 


Tilinois Oentral. 


The Land Department reports for August sales of 1,040 acres 
of set he $7,212. The cash collected on land contracts was 


The Traffic Department reports earnings for the month as 
follows: 

1876. 1875. Inc.or Dec, P.c. 

In Illinois, 707 miles. ...$491,651 75 $469,299 19 Inc. $22,352 56 4.8 

In Iowa, 402 miles...... 103,448 53 144,147 15 Dec, 40,698 62 28.2 


Total 1,109 miles. ...$595,100 28 $613,446 34 Dec.$18,346 06 3.0 


The Ilinois earnings were $695 per mile, the Iowa earnings, 
$257 per mile, and the average for the whole road $537 per 


mile. 
Staten Island. 


This company has be to make some needed improvements 
upon its line. The road-bed is to be put in better order and 
the track relaid with steel rails. 


Galveston, Brazos & Oolorado. 

On this road the track is now laid for 10 miles west by south 
from Galveston, Tex., on Galveston Island. On this line there 
is an equipment of two engines, two passenger cars, 37 dump, 
4 flat cars and one hand car. The princi business of the 
road at present is hauling sand to the city. It is of 3 ft. gauge 
and is intended to run through Brazoria, Matagorda, Wharton, 
Colorado, Fayette, Bastrop and Travis counties to Austin. 


Dardanelle Branch, 


A company by this name has filed articles of incorporation 
in Arkansas and purposes building a branch line seven or eignt 
miles long from Dardanelle, Ark., to a convenient point on the 
Little Rock & Fort Smith road, 


Memphis & Kansas. : 


A company by this name has been organized in Arkansas to 
build a road from Hopefield on the Mississippi opposite Mem- 
phis 9 connection with the St. Louis, fron Mountain & South- 
ern road, 


Pennsylvania. 


In consequence of representations and remonstrances from a 
number of the towns along the line as to the excessive use of 
the whistle by the ge especially on night trains, an 
order has been issue forbidding all enginemen of the New 
Jersey lines to use the whistle at night except in cases of 
urgent necessity. Depot masters and agents are instructed to 
report promptly all violations of the order. There are a num- 
ber of large towns along the line and there has been much 
complaint as to the frec use of the whistle, which has been 
really a serious nuisance. 

The Philadelphia Times says: “ It is rumored that the Penn- 
sylvania Railroad are about to extend their tracks from the 

ensington depot as far south as Willow street, to accommo- 
date their passengers, and that the proposed bridge over the 
Delaware at Petty's Island, for the accommodation of the Cam- 
den & Amboy Railroad tracks, will be pushed to an early com- 
pletion, thus furnishing another desirable route to New York 
and providing for regular communication between this city 
and Camden when ice or other obstructions interfere with the 
ferry line.” 


Houston & Texas Central. 

Work has been begun on the extension of the Waco Branch 
from Waco, Texas, northwest. It is said that the company in- 
tends to prosecute the work steadily until the road reaches 
Weatherford, where it will cross the Texas and Pacific, 
Weatherford is about 90 miles from Waco and 30 miles west of 
Fort Worth. The general course of this extension will be 
parallel and near to the Brazos River. 


Portland & Ogdensburg. 

The iron for the completion of the Vermont Division from 
Johnson to Swanton is now being delivered. Tracklaying will 
soon be resumed, and it is hoped that the road will com- 
pleted this fall. 


International & Great Northern. 

Governor Coke, of Texas, has appointed Capt. H. Haldeman 
a commissioner to inspect the new section of this road from 
Rockdale, Tex., to Round Rock, and report whether it has been 
built in accordance with the requirements of the charter and 
the general laws of the State. 

Onioage & 8t. Louis Air Line. 

Local papers report that meétings are being held and sub- 
scriptions solici to the stock of a company by this name 
which proposes to build a narrow-gauge road from Chicago to 
8t. Louis. The route of the northern half of the line is about 
half way between the Chicago & Alton and the Illinois Central, 
about the same as that on which the “Decatur & State Line” 
Company began to build some years ago. 


East Line & Red River. 

The track of this road is now laid from Jefferson, Tex., west 
to Kellyville, 10 miles, and a train has been put upon the road, 
The company has only one engine and five freight cars at 
present, Put another engine and a passenger coach are expect- 
ed soon. The contractor, Mr, G. B. McDonald, is now at work 
on the 10 miles from Kellyville, Tex., west to Hickory Hill. 
Poughkeepsie Bridge. 

The contractors have purchased the lumber for the caisson 
to be used in the foundations of the first pier. An examination 
of the river bottom shows that a solid foundation is reached 
155 feet below the surface of the water. At the point where the 
bridge is to cross the channel is very wide and deep, and it is 
straight for some five miles in either direction. 


Chicago & Pacific. 

Receiver Whitman has made a report to the court on the 
condition of the property. The road is 88.75 miles long, from 
Chicago to Byron, with 6.42 miles of sidings. Of this 36 miles 
from Chicago to Elgin, are in good condition, but the rest re- 








quires considerable work in the way of surfacing, raising 


_ 


banks, etc. The question of the Chi & Northwestern 
crossing at — is not yet decided by the court. To cross 
above grade t 1ere would cost about $40,000. The bridges are 
in condition ; there is still $15,000 due on the Rock River 
bri and $2,840 on some smaller ep The buil are 
in good order but there is great need of repair shops, and some 
fencing is also required. 
There are on the road five engines, 4 passenger and 7 bag- 
age and express cars, 38 box, 4 combination and 50 flat cars. 
enty of the box cars are leased from Wells, French & Co., at 
$20 per month each, and most of the other cars are covered by 
a chattel ne given to the builders, the Haskell & Barker 
Car Company. Most of the a was levied on by the 
Sheriff before the Receiver’s appointment, but he has made ar- 
rangements under which to continue to use it. 


Utica & Black River. 


The Utica (N. Y.) Herald saya: ‘President West and Vice- 
President Thorn, of the Utica & Black River Railroad, proposed 
to citizens of Ogdensburg to construct a connection between 
their road at Morristown and Ogdensburg by July, 1877, if that 
city would agree to obtain for them the right of way. Promi- 
nent citizens of Ogdensburg are understood to have agreed to 
this proposition on behalf of their city, and the long wished for 
extension will probably be perfected.” 

The distance from Morristown to Ogdensburg is about 15 
miles. The building of this line will five Ogdensburg a-new 
railroad outlet south and east, and will also give the Utica & 
Black River a terminus on the St. Lawrence and a connection 
with the Ogdensburg & Lake Champlain road, 


San Luis Obispo & Santa Maria Valley. 

The completed section of this road, extending from the town 
of San Luis Obispo, Cal., to the port of Avila, a distance of nine 
miles, was formally opened for traffic Aug. 23, There was an 
excursion over the line of stockholders and invited guests, 
with the usual festivities. 


Helena & Benton. 

Gov. Potts, of Montana, has received an offer from a com- 
pany represented by Capt. Coulson to build this road for a 

nus or subsidy of $700,000, The line is to extend from Helena, 
Montana, northeast to Benton, the head of steamboat naviga- 
tion on the Missouri, a distance of about 130 miles. 
Menomonie & Mississippi. 

The town of Menomonie, Wis., has voted to issue $50,000 
bonds in aid of the construction of this road from Menomonie 
south by west through the valleys of the Red Cedar and Chip- 

wa rivers to the Mississippi. The preliminary surveys are . 

be made at once. The distance is a little less than 40 
miles. 
Rochester & State Line. 


The parties who have now engaged to complete this road are 
said to be su pe by some of the heaviest creditors of the 
ompeny an Y4 other parties who have a heavy interest in the 
line. e Rochester City Council has consented to the execu- 
tion of the contract, and it is believed that the other towns 
which have interests in the road will also agree. The contrac- 
tor who represents the parties concerned is Mr. Wm. Taylor, 
of New York. 


Parker & Karns Oity. 


On the extension of this road to Butler the rails are now Iaid 
from Karns City, Pa., south six miles to Millerstown, and a 
train passed over the line last week. From Millerstown south- 
west Butler, 10 miles, the heavy grading is all done, the 
light work is in progress, and the line is expected to be ready 
for the rails in October. 


Pittsburgh & Oastle Shannon. 

The track of this road from Pittsburgh to Castle Shannon, 
six miles, is being relaid with steel. In addition to its coal 
business the road has this season done a large passenger excur- 
sion business, a camp-meeting ground and pleasure grounds 
having been established on the lines. 


Ogdensburg & Lake Ohamplain. 

It is said that the Central Vermont Company has made default 
in its ——T payments of the rental due this company, It is 
understood that negotiations are in progress for a modification 
of the contract and a reduction of the rental, but it is said that 
the Central proposes a much greater reduction than the other 
company is disposed to allow. 


Southwest Pennsylvania. 

The track is now laid to Uniontown, Pa., 13 miles south by 
west from Connellsville, and five miles beyond the late terminus 
of the road. Its whole length is now 38 miles from the junction 
with the Pennsylvania at Greensburg south to Connellaville and 
thence south by west to Uniontown. The road is worked by 
the Pennsylvania Railroad Company under lease. 


New London Northern. 

A good deal of work has been done this season in putting the 
road-bed in good order and raising portions of it to the proper 
grade, especially on the older sections of the line, where it had 
sunk in many places. ‘Lhe track is being gradually relaid with 


steel rails, which are to be put down over the whole length of 
the line. 


Troy & Boston. 


This company has made considerable progress in replacing 
the iron rails on its line with steel. Nothing but steel is now 
used in renewals. Preparations are being made to lay a second 
track from Troy to Eagle Bridge, 23*4 niles. 


Bpein eld, Jackson & Pomeroy. 

n the Court of Common Pleas of Ross County, O., Aug. 31, 
the West« rn Railway Construction Company of Cincinnati, con- 
tractor for the building of this road, began suit to recover 
$22,649.72, the amount of four monthly estimates unpaid, and 
$300,000 damages for breach of contract. Prompt service o 
complaint was made on the officers of the company, and the 
case will shortly come up for trial. 


Pittsburgh & Lake Erie. 

At a recent meeting of the Pittsburgh Chamber of Commerce 
the claims of this projected line to aid and assistance from the 
merchants of Pittsburgh were presented by Mr. McCreery. He 
stated that a ao contracting firm had offered to build 
the road from Pittsburgh to Youngstown, with a branch to 
New Castle, in the best manner, with stone culverts, iron 
bridges and substantial road-bed, for $3 197,000, the company 
to secure the right of way, and to pay all the cost of the rails 
over $70 per ton, in case the price should be more than that 
the road to be laid with rails 60 pounds to the yard and to hav 
10 miles of sidings. There was considerable discussion over 
the matter, most of the gohan, however, agreeing that a new 
and independent line to Cleveland was very desirable. Finally 
a committee was appointed to investigate the comparative 
merits of this and the rival project of the Pittsburgh & North 
western Company. 


Oincinnati Southern. 

The question of how this road is to be worked when com 

pleted, whether by the trustees directly or by other partic 

under lease, is already being agitatedin Cincinnati. Three or- 

ganizations of the merchants of the city, the Board of Trans- 

portation, the Board of Trade and the Chamber of Commerce, 
ave appointed a joint committee to confer with the board of 





trustees of the railroad on the subject. It may not be genera)- 
ly understood that the road is being built by the city of Cincin- 
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nati directly, all the money being furnished by thecity. There 
is no company, and the construction is managed by a board of 
trustees spepened by the Superior Court. e question now 
is whether the city, having built the road, shall operate it, or 
whether it shall be leased to a railroad company or to an asso- 
ciation to be formed for the purpose, 


Billerica & Bedford. 

Ground was broken for this road at South Billerica, Mass., 
Sept. 6. The road is to be about seven miles long, from North 
Billerica, Mass., by way of Billerica Center to Bedford Station 
on the Middlesex Central. It is to be of 24 inches gauge and 
to be built according to plans made by Mr. George FE. Mans- 
field, of Boston. 


Connecticut Central. 
This company has suit to recover a balance of unpaid 
-_ claimed to be due the Connecticut Valley Company. 
pro 


of the Vall oo ee i such as station furniture, 
etc., which was along the line of the Central, has been at- 
tached. Negotiations are still in progress for a settlement of 
the troubles between the two companies. Trains are running 
over the io Bpeingtlde but over its own line only, not going 
through to eld. 

Obioage & Lake Huron. 

On the gap in this road between Flint, Mich., and Lansing 
the‘ties are Bei put in place and the tracklayers have begun 
work at Flint. A large is getting out the ties and two mills 
are employed in preparing’ the timber for the bridges. Plans 
are being prepared for the truss bridges, of which there are 
several, one being 600 feet long over all. 


Peterborough & Hillsborough. 

This company was fully or at a meeting held at Hills- 
borough Bridge, N. H., Sept. 4. The organization is under a 
charter heretofore granted by the State of New Hampshire. 
The line is to be an extension of the Monadnock Railroad from 
Peterborough, N. H., northward to Hillsborough Bridge, where 
@ connection be made with a branch of the Concord & 
Claremont road. It will complete a new and direct line from 
Concord to Worcester and Springfield and the lines qraversing 
at those cities. A survey has already been made of the line, 
which shows that it is 18.2 miles long and not a difficult line to 
build, with few bridges and only one or two heavy fills. The 
maximum grade is 57 feet to the mile. The estimated cost of 
building and equip it is from $250,000 to $275,000, of which 
it is ex ted that e towns on the line will raise $75,000, the 
rest to be contributed in equal shares by the Concord & Clare- 

‘mont Company, the Boston, Barre & Gardner, as lessee of the 
Monadnock road, and the Boston & Albany, as lessee of the 
Ware River r 
A Meeting of Railroad Oommissioners. 

An informal meeting of railroad commissioners was held in 


Boston, Sept. 6. des the Massachusetts commissioners 
there were present Messrs. Anderson, of Maine; Bale, “ 
cu 


Vv t; Staples, of Rhode Island; Woodruff, of Connec 
cane ty Blate Engineer Greene, of New York. The sub- 
ject of 


ussion was the question of agres upon a form of 
annual returns of rail companies which might be adopted 
by the several States, so that companies having roads passing 
through two or more States may make uniform returns in each, 
thus increasing the value of the returns, besides diminishing 
the labor and trouble to the companies. It was agreed that 
the commissioners of each State should bring the matter be- 
fore their respective Legislatures and endeavor to secure action 
thereon. 


Atlantic, Mississippi & Ohio. : 

Virginia papers state that the trustees under the consolidated 
mortgage and Mr. John Collinson, age for the English bond- 
jolders, will make application to the United States Circuit 
Court at its September term for an order directing the Re- 
ceivers to sell certain bonds now Brepmecsins for debts of the 
company and all other bonds in their possession. The bonds 
referred to are bons executed but not issued, except to hy- 
pothecate some of them, as stated, under the divisional mort- 
gages prior to the consolidation. Another order will be asked 
for to permit some proper person, to be chosen by the trustees, 
to make an examination of the books and accounts of the com- 
pany from the time of the consolidation up to that of the ap- 
pointment of the Receivers. 

It is said that the granting of both orders will be capenet by 
the divisional bondholders, the firat on the ground that any 
increase of the divisional liens would be unfair and prejudicial 
to their interests, and the second for the reason that an un- 
just and ex use might be made of the accounts. No ob- 

ection would be made to an examination of the books by com- 
missioners appointed by the Court. i 

A good many of the divisionai bonds are held in Virginia, 
and fics local bondhoiders seem to be disposed to consider 
their interests as antagonistic to those of the consolidated 
bondholders. They apparently favor the management of 
General Mahone, which had a good deal of local popularity. 
It is said, however, that a considerable number of these bond- 
holders, who reside out of Virginia, have agreed to act with 
the consolidated bondholders. The latter have not yet fully 
decided on the course they will pursue, but it is thought that 
they will press for a foreclosure and sale of the road. 


Southeastern, of Oanada. 

The road-bed of this road has been levied br by a Mr. 
fLambkin, who recently obtained judgment for $7,000 damages 
for injury received in an accident on the road. Several other 
claims of the same kind are unsatisfied and will now probably 
be pressed, 


European & North American. 

The trustee in possession of the Maine end of the line has 
asked for a conference with the Receivers of the New Brunswick 
section, in order that ements may be made for the run- 
ning of through trains and the division of receipts. 

e representatives of the pera ag? e bondholders last 
week made a formal demand upon Mr. , Agent for the 
Trustee, for the surrender of the Maine section of the road to 
them. This was refused, and it is understood that application 
will be made to the courts for the foreclosure of the second 
mortgage and the appointment of a receiver. 


Chicago, Burlington & Quinoy. 

Thi oveapany has bought the 25 miles of road-bed from Ot- 
tumwa, Ia., northeast to Sigourney, which was graded by the 
St. Louis & Cedar Rapids my several years ago. It is 
said that rails wil be laid on this line and that it will be ex- 
tended from Sigourney east hh rhe to Iowa City where it will 
meet the Chicago, Clinton & Western road, soon to be built to 
that point, This new line from Ottumwa to Clinton, with the 
company’s branch from Mendota, Ill., to Clinton, would make 
@ secon line from Ottumwa to Chi about the same length 
as the present one through Burlington. The connection be- 
tween the Iowa and Illinois lines, across the aeeree Yoel 

w a 


be made by the pontoon bridge which it is proposed 
Clinton. 

The graded road-bed was secured by the purchage of a num- 
ber of claims against the com: eld by various parties, 


chiefly in Ottumwa. It is said that these were bought at a very 
iow Sala making the cost of the road-bed very ml. 


Tee noth is issued by the Treasurer: ‘‘ An 

Th notice e . assess- 
nant tal ibe Ber upon the eubentibed capital of the Texas 
& Pacific Railway Company, payable to the Treasurer of the 
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company at its office in the city of Philadelphia as follows: 20 
per cent., Oct. 5; 25 per cent., Oct. 25; 25 per cent., Nov. 15. 

‘An interest account equalizing the payment of subscrip- 
tions will be made up to the due date of the last installment, 
Nov. 15, 1876, at the rate of 6 per cent. per annum.” 

Arrangements are being made to extend the Main Line from 
Fort Worth, Tex., west about 30 miles to Weatherford, and it 
is said that work will soon be begun. 


Philadelphia, Newtown & New York. 

This road wij}l be sold at public sale at the Merchants’ Ex- 
change in Philadelphia, Oct. 4, under a decree of foreclosure 
of the first mortgage granted by the Philadelphia Court of 
Common Pleas. e sale will include all the property and 
franchises of the company and will be made clear of all en- 
cumbrances. The road is completed trom Lehigh avenue and 
Second street in Philadelphia to Fox Chase, six miles, and is 
graded to Newtown in Bucks County, 15 miles further. The 
terms of sale are $5,000 in cash on the day of sale, and the bal- 
ance within 90 days after confirmation of the sale, provided 
that unpaid bonds and —— will be accepted in payment of 
the balance at their pro rata value. 


ANNUAL REPORTS. 
Galveston, Houston & Henderson. 

This company owns a line from Galveston, Tex., northwest 
to Houston, 50 miles; there are 11 miles of sidings and other 
tracks. The road is the rail outlet to the Gulf of the system 
of roads centering at Houston. The following figures for the 
year ending Dec. 31, 1875, are from an annual statement pub- 
ished in the Galveston Nevrs. 

The equipment consists of 17 engines; 9 passenger and 6 bag- 
age, mail and express cars; 154 box, 30 stock and 95 flat cars; 
1 service cars. 

At the close of the year the capital account was as follows: 
i Oe MEAL. |... ss ccebsses ose ndaces te $1,000,000 00 
Funded debt ($30,000 per mile)........6.eessseeseeees 
PE Dc cence ccvccrccncccssccs + 000deceeee cone 
EN: noe b 000s 0b 6 binsth 5005 0¥: 000600 eeeeee 209,286 82 
Balance to credit of income account 593,207 10 


Total ($67,526 per mile)..........0sscscsceceseees $3,376,319 99 


Balances due, cash and materials on hand amount to $222,- 
552.28. The cost of road and equipment is reported at $3,- 
144,027.61, or $62,880 per mile. 
The work done was as follows: 

1875. 1874. Inc. or Dec. P.c. 
Passengers carried............ 77,761 71,396 Inc. 6,356 8.9 
Passenger mileage............ 2,618,496 2,606,819 Inc. 11,677 0.4 
Tons freight carried.......... 158,902 169,307 Dec. 10,405 6.1 
A very large proportion of the freight is through freight pass- 
ing over the whole length of the road. The earnings for the 
year were as follows : 




















1875. 1874. Inc. or Dec. P.c, 
Passengers........ $125,091 45 $132,686 71 Dec.. $7,595 26 5.7 
RE Te 407,154 85 497,568 33  Dec.. 90,413 49 18.2 
Express, mail, etc. 22,171 09 26,091 60 Dec.. 3,920 41 150 
Total. .ccrcve $554,417 29 $656,346 565 Dec.. $101,929 26 15.5 
Expenses.......+.++ 337,789 23 400,971 44 Dec.. 63,182 21 15.8 
Net earnings...... $216,628 06 $255,375 11 Dec.. $38,747 05 15.2 
Gross earnings per 
WN ccnswee sede 11,088 34 13,126 93 Dec.. 2,038 59 15.5 
Net earnings per 
ee 4,332 56 5,107 60 Dec.. 774 94 15,2 


Per cent. of ex- 
PONKEB.......006 60.93 61.09 Dec.. 0.16 03 
There appears to have been a considerable reduction in rates, 
since the earnings show a very considerable decrease in the 
face of an increase in passenger and but a small decrease in 
freight traffic, ‘The reduction in expenses was very considera- 
ble, a little more in proportion than that in earnings. 
Since the close of the year the company has made extensive 
agreements on the road, which are set forth as follows, most 
of the work there specified having been done since May 1, 1876: 
‘They have purchased and placed 1,000 tons (equal to about 
11 miles) of iron rails and necessar fastenings, at a cost of 
$64,000, at the same time reducing the gauge of the road from 
5 ft. 6in. to4ft. 8% in., thus admitting to Galveston the 
trucks of nearly all the roads west, north and east. Conse- 
quent was the narrowing of all their own trucks and engines, 
which at this date is nearly completed. They have also pur- 
chased four new Baldwin engines, at a cost of $33,000; have put 
in track 12,000 new cross-ties, cost 60 cents each; are construct- 
ing a new passenger depot on the levee in fr mt of the city, one 
block from steamship landing, which will be completed about 
the middle of September, and will cost about $14,000, and is in- 
tended to contain the general offices of the company. They 
are now in negotiation for 1,000 tons more iron oad Reasenin 8, 
which will be placed as soon as the requirements of a brisk 
business season will permit. The track is being ballasted with 
shells taken from the Bay shore, near the road, which, mixing 
with the sticky soil, will make a hard and even fead-bolt 
enabling trains to run ata much greater rate of speed and 
security than heretofore.” 





The Canadian Pacific Railway. 
The Toronto Globe publishes the following article on this 
road : 


«The surveys for the Canadian Pacific Railway are so nearly 
completed that we are able to give the public a lolerably accu- 
rate statement of the probable route, the distances, approximate 
cost, and many other interesting particulars. It is most im- 
portant thyt, during the time this great national enterprise is 
under construction, its progress should be steadily and intelli- 
gently observed. Many problems have to be solved in order to 
make the work perfect in all its relations, and in any difficul- 
ties, either mechanical or financial, that present themselves, it 
is desirable that those now or henveiert charged with the re- 
sponsibility of carrying it to completion should be able to take 
counsel freely and unreservedly with the whole people. There 
are those in Canada who from party motives will be ready 
enough to put any and every obstruction in the path of the 
present Minister of Pubhc Works, and we have seen enough of 
what ignorance and want of correct information will do to stir 
up opposition in Great Britain. The country will triumph 
over all such opposition easily or otherwise, just in proportion 
as the public mind is alive to the question in all its bearings. 
The undertaking needs the whole strength of the nation for 
its accomplishment, and should be regarded in a thoroughly 
national spirit. 

“The total length of the Canadian Pacific ‘Railroad from 
Thunder Bay to the waters of the Pacific Ocean, supposing 
Waddington Harbor, at the head of Bute Inlet, tobe the west- 
ern terminus, will be 2,081 miles. 
may be divided as follows : 


Thunder Bay to Red River.. 

River to Livingstone.... 
Livingstone to Edmonton..... 
Edmonton to Yellow Head Pass.... 


The aggregate distance 








Yellow Head Pass to Stewart River.............ccceceses . 260 
COWIOIE BRPOE OO Tee THINGS. onc cc cccvccscccevccccscccecscncccess 288 
NE ino 6.00 6400 0erncccedndsbaccbeacca pedoesccrccccces 2,031 


“The nature of the work to be performed over this immense 





tract of country varies from the most difficult rock excavation 








to the simplest grading. The character of the diff 
tions in this report may be approximately stated as an 


Very as ™ Very 
easy. ° eavy. 
Thunder Bay to Red River.. 170 0 120° ngs? 7% 
Red River to Livingstone.... 200 71 +. oe m1 
Livingstone to Edmonton... 300 160 56 ee 516 
Edmonton to Yel. Head Pass. 60 150 73 oe 283 
Yellow Head Pass to Stewart 
MD siucsouebuestbectuabe 15 155 30 - 200 
Stewart River to Bute Inlet.. .. 60 140 Hd 288 
Total miles ............. 805 386 419 in 2,081 


“According to a rough calculation, the cost of const 


( ructing 
the road in respect of the several classes of work 
as follows: he 
Miles, Per mile, 
Se TOON ceccvcckésesevetsesvecéieaiien at $15,000 = $12,075,500 
th kbGotkiseneweba Sebexeedssoocbe tel at ,000 = 13,720,000 
RE NE RIGS at 37,000 = 15,503,000 
SVP MING scccccscveccesostcvessecdette at 80,000 = — 9,680,000 
2,031 $50,978,500 


Or at an average rate of $25,100 per mile. 
“The fore; oing represents, it will be observed, the length of 
line—exclusive of the Pembina Branch—to be construc un- 
der the amended terms by the year 1890. If the whole 
scheme were to be completed it would stand as follows: 
West of Thunder Bay, 2,031 miles e 


East of Thunder Bay to French River, 620 miles, at $40,- wee 
Se Lie dha csraenbedecs anche sh0tedeeet penoibecn. 24,800,000 
Georgian Bay Branch, 80 miles.......- .......+.20.. see, 1,120,000 
Pembina Branch, 89 miles, at $15,000 per mile............ 1,338,000 
Subsidy to Canada Central, 120 miles, at $12,000.... .... 1,440,000 
in 

Total expense of the whole scheme.......... ........ $79,673,500 


“The route to be traversed, as nearly as it is determined, and 
still assuming Bute Inlet to be the objective point, will be ag 
follows: The railway, after leaving the Kaministiquia River, a 
little to the west of Thunder Bay, pursues a northwesterly 
course in almost a direct line to English River, a distance of 
118 miles. In its course it touches Lac des Mille Lacs, where 
it also crosses the height of land dividing the waters of Lake 
Superior from those of the North West. is, then, will be the 
head of the interior lake navigation. From Thunder 
Ba, to English River the road is under contract, 
an at the eastern end considerable progress has 
been made. From English River to Rat Port 
age—now to be known as Keewatin—the road, with a slight 
curve to the northward, travels nearly due west. The distance 
is 177 miles, and it is here—directly east of Keewatin—the first 
= heavy work is encountered. From Keewatin (the northern 
end of the Lake of the Woods) with a slight dip to the south- 
ward, the road reaches Selkirk, at the crossing of the Red River 
alittle to the south of Lake Winnipeg. is section is also 
under contract. From Selkirk, on fod River, for more than 
200 miles the line runs with scarcely a bend, in a northwesterly 
direction, passing close to the head of Shoal Lake, crossing 
Lake Manitoba at ‘The Narrows,’ and almost touching the 
southern extremity of Lake Winnipeg, passes around Duck 
Mountain, and then trending a little to the southward arrives 
at Livingstone, on Swan River, near to which place is Fort 
Pelly. e distance from Selkirk to Livingstone is 271 miles, 
For 196 miles, from Livingstone to the point where the South 
Saskatchewan River is crossed, the course is nearly due west, 
and thence northwesterly, porate first with the North Sas- 
katchewan. and then with the Battle River, and so to Edmon- 
ton, at some little distance south of the Hudson’s Bay fort of 
that name. The whole distance from Livingstone to Fort Ed- 
monton is 516 miles. * * 

“‘ After passing Edmonton, the railway once more crosses the 
North Saskatchewan, and then the Pembina and M‘Lleod 
Rivers; its course, with a slight trend to the northward, benig 
nearly west until it strikes the Athabaska River, where 
the latter issues from the Rocky Mountains. Here the road 
turns sharp to the southward, in order to reach the Yellow 
Head Pass at a level of 3,200 feet. At Yellow Head Pass the 
route lies due west until Tete Jaune Cache is reached, at th« 
Grand Fork of the Fraser, where the line strikes off parallel 
with the latter river, due northwest, until it reaches Stew- 
art River, about fifteen miles north of Fort George. From 
Edmonton to Yellow Head Pass is 288 miles, and from Yellow 
Head Pass to Stewart River 260 miles, making a total of 543 
miles through a mountainous region, but happily not one pre- 
senting any great difficulties to the engineer. Of the whole 
distance, however, only 135 miles can be set down as ‘ ver 
easy’ of construction, while 305 are regarded as ‘easy,’ an 
103 as ‘heavy.’ 

** Stewart River is the most northerly point attained by the 
line. From thence to Bute Inlet, 288 miles, the route is 
nearly due south, the long slope to the northward having been 
rendered necessary in order to discover a moderately easy loca- 
tion for the road through the ‘sea of mountains’ that lies be- 
tween Bute Inlet and Fort Edmonton. On this last section the 
most difficult portion of the work is encountered. None ia ‘ very 
easy; sixty miles are reported ‘casy,’ while 140 miles are 
‘heavy,’ and 88 ‘very heavy.’ The construction of the Cana- 
dian Pacific, in fact, for the last forty or fifty miles will probs- 
bly be one of the most remarkable engineering achiovements of 
our time. 

“The Cascade Mountains rise up bold and preciptitous, almost 
perpendicularly from the coast; the gorge, or canyon, through 
which the Homathco River rushes to the sea being the only 
one by which the line can in that direction reach its destina- 
tion. For some time it was feared that the lightest gradient 
obtainable would be excessive for a distance of 15 to 16 miles, 
with a considerable amount of tunneling. But between 30 and 
40 miles from Bute Inlet the Homathco divides inw two 
branches, and by a careful survey of the east branch it has 
been found that a grade may be obtained of 108 feet (maxi- 
mum) to the mile, and that, too, for two or three miles less 
than by the west branch, while an additional advantage is se- 
cured from a level rest of about three-quarters of a mile in the 
ascent of the grade. * * * * ai sd 

** Up to the present date 227 miles of road, exclusive of the 
Pembina Branch, are under contract, and in process of con- 
struction, namely: 


From Thunder Bay to English River ..........sssseeceeseesereee 118 
From Keewatin (Lake of the Woods) to Selkirk and Red River ... 114 


Total under contract........ccccccscccccscesccccssvccscooess 77 


“ There will remain, therefore, only the line between English 
River and Keewatin to be put under construction, or a length 
of 177 miles—measures for the final location of which are now 
actively in progress—in order to secure the completion, at 
no distant day, of a railway uniting the navigation of Lake 
Superior and the St. Lawrence with that of Lake Winni- 

g and the Saskatchewan, by which route emigrants may 

verse the whole length of the Northwest territory, from 
River to the very foot of the Rocky Mountains; and this gr and 
connecting link will apparently be obtained at a cost not ex- 
ceeding twelve millions of dollars, or about half the cost of the 
Intercolonial Railway from Riviere du Loup to Truro. The 
telegraph, an essential pioneer of the railway in regions #0 re 
mote, is under contract from Fort William at Thun er Bay to 
Fort George or Stewart River in British Columbia, & distance 
of 1,734 miles. The remaining portion will be, of course, Pion 
ceeded with as soon as the western terminus and the loca 





of the road from Fort George to the terminus, wherever it may 
be placed, is decided on.” 





(Sepremeer 15, 1876 
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